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The 1927 Convention 
Goes to Cleveland 


Y UNANIMOUS vote, the executive committee de- 
cided to hold the 1927 annual convention of the Ameri- 


- can Electric Railway Association in Cleveland provided 


_ that satisfactory arrangements can be made with the con- 


vention committee of that city. All signs indicate that 


- such arrangements will be made, not the least of which 


is the fact that J. H. Alexander is the chairman of the 
Cleveland convention committee with an evident deter- 
mination to meet the association more than half way in 
working out any details that may be necessary to the 
completion of the negotiations. That Colonel Alexander, 
together with the late Mr. Stanley and the Cleveland 
Railway, met the association and the industry more than 
half way last year is appreciated by every one who went 
to Cleveland. 

Despite the heroic work of the Cleveland Railway 
and its organization, there were some criticisms of the 
arrangements and facilities during the last convention. 
These centered chiefly about the hotel accommodations, 
telephone service and location of meeting rooms. The 
committee on location put these facts squarely before the 
representatives from Cleveland in discussing the ar- 
rangements for next year. It was apparent that the 
Cleveland hotel men did not quite understand the caliber 
of the men who go to the American Electric Railway As- 
sociation conventions and had not planned adequately for 
their accommodation. 

But the temper of the Cleveland people is well illus- 
trated by the fact that satisfactory arrangements to 
overcome the objections of the location committee were 
laid before the executive committee the very next day. 
Cleveland wanted the convention to return to the shores 
of Lake Erie, and was prepared to make every neces- 
sary concession to bring it there. This did not seem 
to be true of Atlantic City. Although the natural at- 
tractions of the famous seaside resort were considered 
superior to Cleveland, there seemed to be no satisfactory 
way of providing for an adequate car exhibit. The best 
that could have been done would have been to go through 
a laborious and expensive process of skidding cars into 
place on the boardwalk and stringing them along the 
rail from the Million Dollar Pier toward the inlet. 

These and many other factors connected with the two 
convention locations were considered. The newspapers 
in Cleveland gave a degree of co-operation seldom expe- 
rienced during a convention of the association, both as 
regards the local space devoted to the convention ac- 
tivity, and the amount of material sent out to the coun- 
try over press association wires. The greatest car 
exhibit which the industry has ever held was made 
possible only because of the prominent place given to 
the exhibit in the center of convention activity, to the 


space available for the cars and to the wholehearted 
co-operation of the Cleveland committee in urging both 
manufacturers and operators to send cars to the show. 
Every one who went to Cleveland seems agreed that 
the evidence of car progress shown there stimulated 
new interest and enthusiasm throughout the industry. 
There was likewise a feeling that this was only the be- 
ginning of a momentus development in the direction 
of improved car facilities and better electric railway 
service. This showing of car improvements, combined 
with the records of accomplishment on the properties 
which have succeeded in building revenue and reducing 
costs through the use of modern equipment, carried new 
hope and inspiration to every property in the country. 
Thus in capitalizing on this new spirit and setting 
out to exceed the showing of the last convention by 
providing the facilities for an even bigger and better 
car exhibit the executive committee has acted wisely in 
again selecting Cleveland for the 1927 convention. 


Mr. Insull Fixes Responsibility 
for Transportation Difficulties 


FRANK statement of the effect which political 

manhandling has had on the development of trans- 
portation in Chicago was made by Samuel Insull in an 
address before the Electric Association of Chicago on 
Nov. 18. Coming as it does from the man who has had 
as much to do with the establishment of utility financing 
on a basis to command public confidence as any single 
individual in the country, Mr. Insull’s direct indict- 
ment of local politics on the score of destroying the 
investor’s confidence in transportation securities was 
supported by figures which tell their own story. 

Various branches of the electrical industry in Chi- 
cago attracted for development and extension $137,500,- 
000 during the year ending June 30, 1926. Of this. 
amount only $14,000,000, or approximately 10 per cent 
of the total, was expended for the improvement of 
electric railways, although the electric transportation 
investment. in the Chicago district exceeds by $50,000,- 
000 that of any other group of electrical enterprises. 
Even this comparatively small proportion of new 
money was divided between the various transportation 
systems almost in direct proportion to their susceptibil- 
ity to political interference. 

Chicago is not the only city in which the transporta- 
tion system has been a political football. Automotive 
competition, high taxes, paving charges and many other 
difficulties may be contributing factors to the investors” 
coolness toward electric railway securities. But the 
primary agent in driving money away from the devel- 
opment of transportation facilities has been the 
unscrupulous politician who while shouting about 
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“traction barons” has destroyed the value of securities 
into which the savings of millions have been invested 
in good faith and has held back transportation develop- 
ment in practically every city in the country. 

Chicago today presents the ultimate spectacle of 
what political chicanery can do to sound utility invest- 
ments. In the case of the Surface Lines properties, 
whose franchises expire in February, 1927, there can 
be no question of management. Here for once in trans- 
portation history the issue becomes clear cut. Even 
the politicians themselves admit the efficiency of the 
operations, and the public has been given the utmost 
in service, despite the pending critical financial situa- 
tion. In the face of severe franchise requirements 
which include all the objectionable indirect taxes on the 
car rider that could be devised in the form of street 
cleaning, paving, etc., 55 per cent of the net receipts 
of the property has been needlessly taken out of the 
pockets of car riders to build up a fund in the city 
coffers. Despite all this, and with a comparatively low 
rate of fare and the most liberal transfer privileges 
of any city in the country, the operations make a favor- 
able financial showing. 

Measured on the basis of the company’s showing as 
a business enterprise, investment in Chicago transporta- 
tion securities should be sound. But this is not the 
fact. All signs point to a receivership when the present 
bonds become due, because of the impossibility of re- 
financing under existing conditions. When this comes 
it might well be termed a political receivership. 

Bad as is the Chicago situation from the investor’s 
standpoint, it may prove to be not an unmixed evil in 
the long run. There is promise in this situation that 
- the part played by political meddling in the retardation 
of transportation development will be forcefully 
brought home to the public at large. In that event it 
may prove to be the means of awakening the public 
mind to the changed conditions which have come about 
in local transportation and definitely fixing the responsi- 
bility for failure of transportation facilities where it 
belongs—on the shoulders of politicians who talk much 
and know little about the subject. 


The Metropolitan Section 
Takes a Forward Step 


T ITS recent meeting in New York the Metropolitan 

Section of the American Electric Railway Associa- 

tion took a long step forward in stimulating co-operation 

between various factors in the industry by the election 

of T. R. Langan of the Westinghouse Electric & Manu- 
facturing Company to its presidency. 

This is a decided break with precedent in the conduct 
of electric railway association affairs. In few industries 
does the manufacturer play so important and intimate a 
part as is the case in the electric railway industry. 
When the operator is in difficulty he does not hesitate to 
call in his manufacturer friends. Nor do they hesitate 
te lend a degree of helpfulness which exceeds by a wide 
margin the limits of ordinary commercial service. 

In association activity the manufacturers have played 
an important and helpful part. Does some new asso- 
ciation activity call for the raising of additional money, 
the manufacturers are always ready to do more than 
their share. Does a program require a speaker who is 
a specialist and an expert on a given subject, a manu- 
facturer’s representative may be counted on to prepare 
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a suitable paper. Does it become necessary to make 
arrangements for a meeting and to prepare an appro- 
priate entertainment program, a committee of manu- 
facturers is always willing and glad to give the time 
and effort necessary to work out the details. 

Recognition of the good work done for the Metro- 
politan Section by Mr. Langan is very fittingly expressed 
by his election to the post of president. It is to be 
hoped that this is the beginning of a more general 
recognition by the industry of the aid extended by 
its manufacturers, and that other bodies will likewise 
give consideration to this auspicious move in opening 
wider the doors of association office. 


The Least of Many Evils 
Is a Poor Decision at Best 


OOD for much thought is contained in the remarks 

of Thorne Brown before the banquet meeting of the 
Iowa Electric Railway Association held recently at 
Omaha. He apparently reflects the discouragement that 
engulfs this section of the country at the present time. 
From his background as chairman of the Nebraska 
State Railway Commission Mr. Brown is in position 
to know of the dwindling revenues and of the serious 
condition of many of Nebraska’s railways. He paid 
high tribute to the Omaha system, and yet pointed out 
that through lack of public understanding this city has 
but recently refused the company a new franchise even 
though the present franchise expires in 1928 at the 
same time the principal bond issues become due. 


The statement made by Mr. Brown that perhaps 
municipal ownership was the way out was a sad com- 
mentary on the business sense of Omaha and of those 
in control of its political life. Mr. Brown is not a 
municipal ownership enthusiast. He frankly states that 
one of the prices that Omaha or any other city will 
have to pay under municipal ownership will be poorer 
service and less courtesy. He suggested this plan only 
because he has exhausted in his mind all other possi- 
bilities and comes at last to government ownership as 
perhaps the only port left in a -bad storm. 


Certainly Mr. Brown realizes the need for adequate 
transportation in Omaha. He realized it as a member 
of the state commission, but the need has been even 
more forcefully borne in upon him as industrial com- 
missioner of the Omaha Chamber of Commerce, to which 
post he was recently appointed. Omaha is ambitious. 
It is not content to stand still industrially. It wants 
new industries. Omaha, however, must first care for 
its present industries before it can expect to attract 
new ones. Omaha can hardly extend the glad hand of 
welcome to other industries at the same time that its 
railway bespeaks in its physical aspects the niggardly 
policy that has characterized its dealings with its street 
railway. Omaha is to be congratulated on its aspira- 
tion, but it is hardly to be congratulated on its acts— 
at least its acts in so far as they affect its street rail- 
way. If Omaha would escape the fate of municipal 
ownership that Mr. Brown appears to see ahead for it, 
then the responsible business interest of the city should 
set about the task of freeing the railway situation from 
political bickering. That cannot be accomplished until 
the communities involved realize that it is part of their 
responsibility to see that the utility is so treated that 
it may become a community asset. 


nal 


November 27, 1926 


Insurance Committee Deserves Support of 
the Industry, Based on Past Performance 


AREFUL perusal of the last insurance committee 

report of the A.E.R.A. gives the impression that the 
information contained is of more than ordinary signif- 
icance. In the first place, embodied in the report is a 
two-year history of the fire insurance experience re- 
presenting two-thirds of the capitalization of the in- 
dustry—perhaps the most complete analysis that has 
ever been made of this important element of operating 
expense. 

Secondly, it is observed that an average of 31.92 
cents was paid for every $100 of the $670,000,000 of 
insurance carried by the 304 reporting companies. The 
premiums paid are the sizable total of $2,140,000 an- 
nually. Prorating this for the entire industry it is 
safe to say that at least $3,000,000 is paid out each 
year to safeguard investment against loss from fire. 
An interesting sidelight is that the premiums of in- 
dividual reporting companies ranged between the limits 
of 10 cents and 60 cents per $100.. 

In 1924 the average rate was 35.05 cents per $100, so 
that the reduction of 3.18 cents obtained in 1925 rep- 
resents something more than $290,000 saved in pre- 
miums. But is this enough? Of the $2,304,000 paid 
out in premiums in 1924 by 304 companies, $1,312,000 
or 56.93 per cent was recovered in fire losses. Compare 
this with the $2,140,000 premium in 1925, out of which 
only $607,000 or 28.388 per cent was reported as 
recovered through fire loss. What has happened? It 
certainly does not take more than 70 per cent to do 
. insurance business. 

What stands out as of greatest significance is that in 
1925 the fire loss was less than half that of 1924. 
Evidently the combined efforts of committees and in- 
surance companies have resulted in improved construc- 
tion and lessened fire hazards. 

There is, perhaps no class of fire risks that should 
be better than electric railways. Many factories, office 
buildings, and similar fire risks are vacant the greater 
part of the day as well as on holidays, watched over 
during these periods only by poorly-paid and oftentimes 
pensioned employees. Contrast this with the electric 
railway properties that are actively working at all 
hours, actually performing a major service eighteen 
hours a day and often 24 hours a day for 365 days a 
year. This very situation keeps many employees con- 
stantly on the premises where they are always available 
to report or fight fires. It is almost inconceivable that 
a sizable fire could gain great headway unnoticed. 

Then, also, is the question of exposure, one of the 
greatest elements of fire hazard. By virtue of necessity 
the major fire risks of railway properties are located 
at points remote with respect to the congested areas. 

Insurance at best can only cover the capital invested. 
Payment in full for a loss due to a major conflagration 
would be poor compensation to a public depending on an 
essential service, just as it would be to the company 
that would have to wait from three to five months for 
replacement equipment. ; 

All of these arguments are combining to make the 
fire hazard less and less. The committee has done a 
notable work in obtaining the data and setting forth 
the facts. Its work this year will be commendable if 
only another year is added to this enlightening history. 

Co-operation of companies is needed. Why did the 
missing third hold out the information last year? Was 
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it through shame, fear or just a desire for blissful 
ignorance? Ultimate good is the only net result that 
can accrue through a statement of facts, and the insur- 
ance committee has proved itself deserving of pains- 
taking efforts on the part of companies in the prompt 
reporting of insurance experience. 


Constant Turmoil : 
Accomplishes Little Good 


NE is sometimes led to wonder whether a few rail- 

Way managers are not so carried away with a de- 
termination to prevail in their position on a disputed 
question, as to lose sight of the ultimate objective for 
which the cudgels were taken up—the best interests of 
the security holders. In the case of a certain railway 
property whose affairs have long been a source of bitter 
contention, nothing short of a 10-cent cash fare would 
seem to be acceptable. This management has not lost 
sight of the coveted goal for an instant in recent years. 
In line with this policy, a value five times as great as 
that fixed by the Public Service Commission for rate- 
making purposes is claimed for the railway property. 
Although the bonds outstanding exceed the commission 
value only by one-seventh in amount, and although the 
outstanding capital stock is only about two-thirds the 
amount of the bonds, the company seems to recognize 
nothing anomalous in its attitude. In support of its 
avowed demands, it has evoked the aid of the courts. 
But it has effectively alienated the regard of the public 
and the representatives of the public elected to office. 

There is apparently no likelihood of default in bond 
interest. Still, some of the bond issues farthest removed 
from being a direct lien on tangible property are selling 
at a discount which approximates quotations for similar 
securities either in actual or technical default. This, 
of course, is a reflection of the insecurity of the com- 
pany’s present public position. It would no doubt be 
difficult and it might even be impossible to bring about 
a voluntary readjustment and a scaling down of 
capitalization more nearly in keeping with the proved 
earning capacity of the property in recent years. Per- 
haps that is not necessary, but it does appear to be the 
height of folly to insist upon a predetermined rate of 
fare under conditions that make it extremely unlikely 
that any increase in gross earnings would result. It is, 
of course, always distasteful to surrender as a matter of 
expediency rights to which one justly feels entitled; but 
it often happens that rights to which one thinks he is 
entitled are merely the shadows of the real thing and 
are obligations rather than assets. 

The case here cited is not a supposititious one, but 
it is an isolated one. Problems no less difficult than 
those that beset this company are being successfully 
surmounted in other communities. There is ample 
reason for believing that the energy expended by this 
management in battling for what it construes as its © 
rights would, if directed to the development of the sys- 
tem and the sale of service to the public, have won for 
the company respect that is now almost totally lacking, 
and even the coveted 10-cent fare, if that really proved 
to be necessary and desirable. This company has for 
too many years been a public storm center. It could, 
perhaps, achieve its ends better by’ being more per- 
suasive and less pugnacious. A public utility may, 
through unforeseen and unavoidable circumstances, fall 
into temporary difficulty; but there is something wrong 
with a utility that is in constant disrepute. : 
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Making Profitable 
Electric Freight Service a Reality 


Freight Containers Have Been Adopted by the Boston & Worces- 
ter and the Springfield Street Railways for Less-than-Carload 
Shipments to and from Boston—Shipments in Both Directions 
Are Now Practically Balanced—Overnight Service Is Given 


Using a Small Electric Truck 
to Unload the 
Makes It Possible to Dispense 
with the Services of All but 
One Man 


Containers 


sorted freight in small lots, generally classified as 

l.c.l. shipments is unprofitable from the viewpoint 
of carriers of the greater portion of the country’s 
tonnage, the steam railroads. The conditions that pre- 
clude the possibility of profit to the steam lines do not 
hold in equal degree with the interurbans. The items 
mentioned, together with guarantee in transit and rapid 
delivery, do, however, impose on the electric lines the 
task of devising methods and practices that will enable 
the business to be handled on a profitable basis. 

That it is possible to work out a satisfactory system 
is shown by the experience of the Boston & Worcester 
Street Railway and the Springfield Street Railway in 
establishing a profitable through freight service connect- 
ing Boston and Worcester and Springfield. This has 
been accomplished by dint of an intensive campaign 
carried on among distributors in Boston and producers 
in the territories surrounding the two cities farther 
west to sell the transportation services of the electric 
railways in connection with the use of freight con- 
tainers. 

The total distance between Boston and Springfield is 
approximately 100 miles, this mileage being divided 
about evenly between the two companies. It has been 
found by these railways, after their experiences with 
the handling of the containers, that short-haul electric 
freight service has reasonable possibilities of profit, 
provided that freight carrying by all forms of public 


G et tie pick-up-and-delivery service for as- 


transportation with particular reference to trucking 
companies, be regulated as to schedules, tariffs and re- 
sponsibility on a basis similar to the provisions under 
which the railway must operate. 

Beginning on July 1 sixty standard freight containers 
leased from the Freight Container Company of Boston, 
were adopted by the two railway companies, with a view 
to promoting their use for shipments in less-than- 
carload lots. It was felt that with these containers it 
would be possible to eliminate many of the non-produc- 
tive factors which have hitherto rendered electric 
freight haulage an unprofitable venture. : 

The containers are moisture-proof, strong, portable 
boxes, equipped with either refrigerating or heating 
equipment, according to the requirements of the ship- 
per. They are 8 ft. long, 7 ft. wide and 6 ft. high and 
each one is capable of holding 5 tons of freight. They 
may be easily manipulated into place, it being possible 
for two men to push them on or off a car, but the com- 
panies have found it economical to use a small motor 
truck for shifting as this practice eliminates one man. 
The containers slide into place on a standard flat car, 
five to a car. 

Actually, the railway companies do not undertake to 
pick up or deliver the containers. The Freight Con- 
tainer Company, through its agents in the various cities 
served, handles this entire phase of the work, the con- 
tainers only coming under the care and responsibility 
of the railways when they are delivered to the freight 
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sheds in Boston, Springfield and Worcester. The ship- 
per packs the containers on his own platform at his 
plant and they are then picked up by the Freight Con- 
tainer trucks and transported to the freight depots. The 
railways simply are responsible for the containers and 
their contents to the extent of 
loading them onto their flat cars, 
transporting them from city to 
city and unloading them at the 
other terminals. 

Since Boston is the natural dis- 
tributing center for both Spring- 
field and Worcester, as well as 
for the smaller communities near 
those two cities, it might be 
assumed that difficulty would be 
experienced in finding return 
shipments for the empty contain- 
ers, after they have carried loads 
from Boston to the outlying 
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practically nothing to its present status, where it vir- 
tually is equal to that in the westbound direction. 

At times the Freight Container Company has been 
hard put to it to provide enough containers to care for a 
sudden increase in haulage requirements. Shipments 


Containers Are Brought to the Freight Sheds on 
Trucks of the Freight Container Company 


have been rejected on this ground more 
than once, but in general the business has 
grown with a fair degree of steadiness, so 
that the container company and the rail- 
ways have been able to predict for future 
requirements in the matter of equipment 
prior to the dates on which that equipment 
was needed. Care has been taken to keep 
the containers moving as rapidly as pos- 


The Containers Are Run Directly 


points. The railways state, however, that a practical bal- 
ance is being maintained in both directions. During the 
first few weeks of the newly inaugurated service there 
was about a 20 per cent return of empties to Boston. A 
large increase in through shipments in an eastward 
direction soon developed as a result of the intensive 
campaign carried on by agents of both the railways and 
the Freight Container Company. At the present time 
about 60 per cent of the entire tonnage is carried 
through between Boston and Springfield over the lines 
of the two electric railways. Overnight service between 
Boston and either Springfield or Worcester is given. 


SHIPPERS INTERESTED IN CONTAINERS 


Contributing to the balance of east and we:t ship- 
ments, solicitors’ have been able to interest a number of 
regular and heavy shippers in the container idea. Ac- 
cordingly it has been possible to set up against this kind 
of steady traffic enough in the opposite direction to bal- 
ance the exchange of containers. Thus, freight agents 
have had definite figures in mind, in canvassing their 
prospects, with respect to the exact amount of traffic 
needed to maintain this balance. It has been necessary, 
occasionally, actually to reject shipments in the west- 
ward direction in order to cause a topheavy balance of 
shipments out of Boston. A little less than eight weeks 
was required to build up the eastbound service from 


Onto Rails on the Top of the 
Flat Car, Where They Are Securely Locked Into Place 


sible, so that none will become inadver- 
tently sidetracked at either end of the line. 

The direct result of the use of the con- 
tainers for electric freight service is striking. More than 
100 shippers have specified a preference for this method 
of transporting commodities. During the first month, 
July, container shipments between Boston and Worces- 
ter, both ways, reached 1,200,000 tons; during the 
next month the total recorded was 1,500,000, and in 
September the month’s total was approximately 4,000,- 
600 tons. 

Such encouraging results present a strong argument 
for freight containers. In addition, the advantage in 
their use is further attested by a résumé of the type of 
commodities shipped, as well as the standing of the ship- 
pers. For example, each week one chain store company 
ships 250 tons in containers packed, sealed and delivered 
to the terminal; also, one paper manufacturing company 
ships weekly from Holyoke to Boston 200 tons of paper, 
largely envelopes and gummed wrappers. Others ship- 
ping in small lots, classed as l.c.l., according to standard 
freight classification, and who would not benefit from 
door-to-door practice under ordinary railway service are 
manufacturers of various kinds of perishable or easily 
contaminated products, among which may be noted soap, 
candy, groceries, gummed materials, paints, knit goods, 
coffee, tea, metal products sensitive to corrosion and 
supplies for 5 and 10-cent chain stores. 

Since freight containers have been introduced not 
only do they offer to shippers an improved means 
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for handling products as compared with bulk shipments 
loaded loose in standard freight cars, but also from 
the standpoint of the carrier as they eliminate terminal 
charges and give a number of incidental advantages. 


Short hauls make a profit only on full carloads, based 
cn transportation costs; terminal charges, if included, 
nullify any profit and damage claims further reduce 
the favorable margin. By the use of containers, the 
carrier becomes solely a transportation agent whose 
business it is to carry freight and, in the majority of 
cases, not to handle it. In this practice the shipper 
assumes the responsibility of cartage and delivery as 
well as packing and hands over the containers, sealed, 
to the freight agent at the terminal, who merely places 
the boxes on the cars. This practice is a solution of the 
problem of haulage overhead. 


HANDLING DETAILS SIMPLIFIED 


The time required to load a standard freight car is 
estimated at from 13 to two hours; the time required 
for sorting and trucking in terminals is equally as 
much. Compared with these items, the container loading 
charge is practically nil for the carrier, as it requires 
in all, for booking, placing and loading, not more than 
fifteen minutes per car. In addition, all tracer and 
claim costs are eliminated, according to the officials of 
the Boston & Worcester company. The freight agent’s 
auty is, in consequence, a simple matter of routing con- 
tainers instead of, as is true under ordinary freight 
practice, routing numerous assorted commodities. For 
this work a multiform shipping leaflet is used which is 
quite adequate for the purpose. 

The rates quoted for container shipments are: Boston 
to Worcester, a distance of approximately 45 miles, 25 
cents per hundredweight; Boston to Springfield, ap- 
proximately 100 miles, 35 to 40 cents per hundred- 
weight. With practically all non-transit charges cut 
down to a low figure, direct electric freight service 
offers, from these companies’ experience, an encourag- 
ing prospect. It is further enhanced by a decided in- 
crease in inquiries for the container service on the 
part of shippers. 
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Record of Five Years of Enterprise 
in Toronto 


IVE years ago the city of Toronto, Ont., took over 

the local railway lines. As September marked the 
birthday month of the activities of the Toronto Trans- 
portation Commission, that body deemed it fitting to 
review the major accomplishments during the last five 
years. This it did in the Coupler for September. Here 
is the summary: 


Cars—Purchased 575 modern steel cars necessary to replace 
482 of the 830 Toronto Railway cars which had many 
years ago become obsolete, many of which were originally 
horse cars. 

Entirely rebuilt the remaining 348 Toronto Railway cars 
to modern types, such as the one-man treadle cars and 
six-motor two-car trains. 

The total number of cars for service is approximately 
1,000. 


Trackwork—Extended the trackage of the former sys- 
tems to the extent of 44 miles. Entirely rebuilt 54 miles - 
of track which was quite unfit from the standpoint of safety 
and efficiency for street car operation. 

Partially rehabilitated 55 miles of track which had suffi- 
cient useful life remaining in it to justify the expenditure, 
yet which was in a very much run-down condition. The 


“commission now operates 244 miles of track. 


Coaches and Buses—Inaugurated motor transportation as 
feeders for street cars; special fare Hill route, racetrack, 
exhibition, Sunnyside Beach service, sightseeing, chartered 
work, etc. 

The commission has 75 vehicles for use on this work. 


Buildings—Purchased old Board of Trade building and 
completely rebuilt this to serve as a head office building. 

Rebuilt and enlarged four of the existing carhouses and 
constructed a new one. 

Built new repair shops, the best street railway shops on 
the continent, by which savings are effected in reduced 
cost of rolling stock maintenance sufficient to meet all 
carrying charges and to pay for the cost of the buildings 
well within their lifetime. 


Public Relations—Lastly, but by no means least in im- 
portance, the commission has reasons to feel confident that 
through the willing co-operative spirit of the men, and by 
means of the fair, impartial and unbiased policy of those 
to whom the matters of transportation have been intrusted, 
the confidence and support of Toronto’s citizens has been 
finally regained. 


Five Containers in All May Be Loaded on Each Flat Car, Thus Giving the Railway the Benefit of Full Car Load Haulage 
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Measuring One of the Main Surface Survey Lines, from Which the Center Lines of the Tunnels Were Calculated. Metal Plugs 


Were Fixed in the Pavement to Mark the Ends of the Survey Lines. 


This Work Was Carried Out at Night 


London Subway Extended by Tunneling 


Five-Mile Addition to Underground System Built in Ten Sections—Accurate Surveys Required 
to Insure Proper Alignment—In Hard Ground Shields Were Driven Forward by 
Hydraulic Rams, While in Soft Ground Rotary Excavators Were Used 


Underground from Clapham to Morden, which 

was begun in 1923, was completed during the 
present year. Practically all of the new line is tube 
construction. In hard ground the tunnel was advanced 
by means of the Greathead shield, while in softer 
ground a rotary excavator was used. Methods adopted 
for the layout and execution of this work are typical 
of the latest British practice, and differ in many 
respects from those usually followed in this country. 
The story of the work as told by the London Under- 
ground is therefore of particular interest. 

From Clapham to Morden is a distance of 5 miles. 
Except for the last half mile, where the extension runs 
in the open, the line is of standard tube design, with 
tunnels of 11 ft. 83 in. diameter, located at_an average 
depth of 40 ft. below the surface. Between the sta- 
tions the tunnels are an average distance of 5 ft. apart. 
At the stations, where the tunnels are of 21 ft. 23 in. 
diameter and the lower portion of an escalator shaft 
comes between them, they are considerably farther 
apart. "a x 

On leaving a station each tunnel has a declivity of 
1 in 30 for about 300 ft., while on approaching a sta- 
tion it has a rise of 1 in 60 for about 600 ft. Thus 
the tunnels are at the same level for a considerable 
distance between the stations, but they rise and fall 
at different angles in the sections immediately adjoin- 
ing them. This switchback principle, applied wherever 
practicable, promotes acceleration of the trains as they 
depart from the stations and retards speed as they 
approach stations, making for economy and energy 


\ 


(J onterzroma of the extension of the London 


consumption and reducing wear and tear on the brakes. 
Preliminary to construction a route survey was made. 
First, the course to be followed was laid down approxi- 
mately on large-scale maps. A detailed survey of the 
route was then carried out. The chief consideration 
was to select an easy route, making the curves as flat 
as possible, and to insure that the tunnels would not 


encroach on private property except where this was 


unavoidable. The levels of the highway were taken 
and all available data collected with respect to under- 
ground works, sewers, gas and water mains, etc. 

Except for one short stretch, it was found practicable 
to lay out curves of such long radius that the tunnels 
could be of the standard 11 ft. 82 in. diameter through- 
out. At one point, however, the northbound tunnel 
had to be made of 12 ft. diameter. In general the 
curves of the Underground tunnels previously built are 
of larger diameter than are the tangents. 

Arbitrary lines from which the center lines of the 
tunnels could be calculated were laid out on the street. 
This process is shown in an accompanying illustration. 
All places where the tunnels approached close to the 
building line were carefully checked with a theodolite, 
to make sure that there would be no encroachment on 
private property. 


TEN SECTIONS IN 5 MILES 


Having arrived at a satisfactory layout, the next step 
was to decide the general scheme of construction. 
Boring the tube from one point only would have been 
an extremely protracted undertaking. It is estimated 
that under such circumstances the Morden extension 
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would have taken about fifteen years to complete. Work 
was arranged, therefore, in ten sections, five of which 
represent the distances between stations and another 
the section from the last station to the point where the 
line rises to the sur- 
face. Two of the sec- 
tions between stations 
were subdivided to 
facilitate operations 
where the work had 
to be carried out under 
compressed air, the 
ground being water- 
logged. In addition, 
there were concrete 
tunnels 550 yd. in 
length, built by the 
cut and cover process, 
where the line rose to 
the surface, and also 
an above-ground sec- 
tion linking the Mor- 
den station with the 
car sheds beyond. 


Transferring the Center Line Below Ground 


No.1. Engineer getting the plumb lines in the service shaft in 
line with the point over which his theodolite was set in the street. 
The man in the shaft is adjusting the near wire. 

No. 2. In the service shaft, showing the two plumb lines and, 
in background in the street, the engineer with his theodolite. 

No. 3. Engineer in the heading getting his theodolite in line 
with the two plumb lines at the base of the shaft. 

No. 4. At the base of the service shaft, showing the nearer 
plumb line, with weight in tank of water, and, in distance, the 
engineer in the heading. 


Certain sections of tunnel were bored from south to 
north, but the majority from north to south. The 
average length of the longer sections was about 3,000 
ft. Intervening among these sections six stations 
had to be constructed, each with escalator shafts, pas- 
sageways, etc. 

The next step in the work was the sinking of service 
shafts at the various sites from which tunneling was 
to proceed. In all, eighteen shafts were sunk. While in 
the construction of the older tube railways of London 
these shafts were from 16 ft. to 30 ft. in diameter, on 
the Morden extension they were only 10 ft. 6 in. in 
diameter. In previous construction it was customary 
to install elevators and emergency staircases for the 
stations in the shafts after the completion of tunneling. 


On the Morden line, however, the stations have 
escalators and the temporary shafts were made of small 


diameter for reasons of economy. 


A shaft having been sunk to the requisite depth, a 


temporary heading was driven out 


the running tunnel. A theodolite was 


street, and a point ranged in line oppo- 


strument was placed over this point 
and a right angle from the tunnel line 
was turned off. A steel piano wire was 


the shaft, being kept taut by a 28-lb. 
weight immersed in a tank of water, 


4 
* 


4 


+ 


great care being taken to insure that the wire hung per- 
fectly clear. This wire was then adjusted across the field 
of view until it exactly bisected the cross-hairs of the 
telescope. A similar wire, hung from an adjusting 
screw, was suspended from the near side of the shaft, 
the two wires being as far apart as the shaft would 
allow. By means of the adjusting serew the second 
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from it by hand under, and at right 
angles to, the roadway to the site of 


then set up on the surface on the cen- 
ter line of the tunnel as defined on the 


site the center of the shaft. The in- 


then suspended from the far side of 


, 
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Checking Horizontal Location of the Shield by Means 
of the Plumb Lines 


wire was then traversed across the field of view until 
it coincided with the first wire. The two wires were 
thus on a true line at right angles to the center line 
of the tunnel. The distance from the instrument to the 
nearest wire was next measured. 

To transfer the center line to the heading, the 
theodolite was set up in the heading at the same dis- 
tance from the near wire as was the case on the sur- 
face. The wires were again sighted and the instru- 
ment moved on its sliding plates until the two wires 
appeared as one. When this had been done the instru- 
ment was plumb under the point at which it had been 
set on the street above. With this as a base, the center 
line of the tunnel was determined by turning off a right 
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Checking the Level of the Shield by Sighting 
Over Suspended T Rods 


angle. The operation was repeated from time to time 
as the tunnel increased in length until the engineer 
was assured that the center line had been established 
with sufficient accuracy to be used to the end of the 
drive. 


EXCAVATION DONE BY Two METHODS 


The base line below ground having been established, 
tunneling began. A chamber 15 ft. in diameter was cut 
at right angles to the heading. The shield was then 
built up into the chamber, and the correctness of its 
position and direction having been verified by repeated 
checkings with the base line data, the task of excavating 
the tube began in earnest. 


Digging the Tunnel by Means of the Greathead Shield. This View 


Shows the Work South of Camden Town 


Rotary Excavator in Use When the Tube Was Pushed 
Through Soft Material 
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The shield was driven forward by means of hydraulic 
rams around the periphery, pressing against the iron 
lining segments of the tunnel already constructed. By 
regulating the force exerted by the various rams, a 
straight tunnel, a curving tunnel, a downward slope 
or an upward slope were made as occasion demanded. 
An exigency that had to be taken constantly into con- 
sideration was that owing to the weight of the shield 
there was a tendency for the nose to go downward when 
uniform pressure was exerted by all the rams. 

Operations began on one tunnel only, work on the 
other not being undertaken until the first tunnel had 
been driven some little distance ahead. Two shields, 
therefore, were never working alongside each other. 

The skin was carried forward as the shield went 
ahead and the space that it occupied was then grouted 
through holes in the lining segments. At the end ofa 
drive, when the shield could be projected no farther, 
the skin was necessarily left in place between the seg- 
ments and the earth. : 

Each cast-iron ring with which the tunnel is lined 
consists of six segments and a key piece, the latter 
being inserted in the top of the ring. Where the diam- 
eter of the tunnel is increased to 21 ft. 23 in. at the 
station platform, twelve segments and a key piece are 
used. The segments were placed in position and bolted 
together at the flanges after each advance of the shield, 
the forward movement being 1 ft. 8 in. for the stand- 
ard tunnel and 1 ft. 6 in. for the large diameter tubes. 

Two types of shields were used, the Greathead and 
the rotary excavator. In the case of the Greathead 
shield, men work inside the shield and dig out the earth 
at the face, as it is broken down by the forward move- 
ment. This method was used where the ground was 
firm. With the rotary excavator the digging is per- 
formed by rotating cutters and the earth is thrown 
back mechanically. The rotary excavator was used 
only for tunneling through clay when expeditious work 
was necessary. 


STRATA CAREFULLY INVESTIGATED 


Trial bores were made of the ground through which 
the tunnel was to be driven. While such borings 
afforded a general idea of the nature of the strata in 
which operations were to proceed, they did not, of 
course, indicate every peculiarity of the lower levels 
throughout the course of the line. Borings were made 
from the surface and also horizontally ahead of the 
shields. This was done with a long-handled carpenter’s 
augur with sufficient length to penetrate for several 
feet through the earth to be excavated. When work 
was proceeding under normal conditions, this was done 
as a precaution against suddenly encountering water- 
bearing or other bad ground. When operations were 
being carried out in compressed air, it was necessary 
also as a precaution against running unexpectedly into 
some outlet for the air. The wisdom of these precau- 
tionary measures was demonstrated several times during 
the course of the construction. 

In water-logged ground below the surface compressed 
air was used: An airtight compartment was built 
in the tunnel between the shaft and the tunnel face. 
In some cases it was a section of the tunnel itself, from 
10 ft. to 20 ft. or more in length, closed by stout 
bulkhead walls of brick or concrete, each wall having 
an airtight steel door for the passage of men and mate- 
rials. In other cases the air lock was a horizontal steel 
cylinder with a bulkhead wall and steel door at each 
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Sometimes the pressure used was as low as 5 
In exceptional cases it was as 
high as 25 lb., or even higher. The average was 
approximately 10 lb. per square inch. When work was 
proceeding under a river the pressure had to be adjusted 
in conformity with the ebb and flow of the tide, which 
caused a fluctuation in the weight on the clay above 
the tunnel. 


end. 
lb. per square inch. 


DIRECTION AND LEVEL CHECKED FREQUENTLY 


During the process of tunneling, checks on the posi- 
tion of the shield and the direction of drive were taken 
periodically. As the tunnel was bored iron dogs were 
fixed in the roof about 35 ft. apart. From them plumb 
lines were suspended. These dogs were set by an engi- 
neer and the plumb lines were placed in exact line with 
When necessary to check the position 
of a shield, a bar called a fiddle was placed across the 
horizontal diameter of the shield. The top of the fiddle 
was at axis level and had a notch in the middle denoting 
the center of the shield. A small piece of wood having 
a slit illuminated by a candle was then placed on the 
fiddle and shifted back and forth until the slit coincided 
with the plumb lines. 
the notch on the fiddle was to the right or left of the 
center line of the tunnel and the error in position 
determined. 

For testing the level of the shield, hangers were 
bolted to the roof of the tunnel on which adjustable 
pins had been set by the engineer to an exact level. 
From these pins T-shaped rods were suspended, the 
crosshead representing the true axis level of the tunnel. 
The piece of wood was then placed against the face 
of the fiddle with the slit horizontal and raised 
or lowered until it coincided with the line of 
sight of the crossheads. The position of the top of 
the fiddle was then noted in relation to the slit and 
any necessary adjustment of the shield was made by 
variation in the force exerted by the rams. 

For further guidance, square lines were set out at 
right angles to the center line of the tunnel, and trail-— 
ing rods divided into feet and inches were attached 
to each side of the shield. If the shield was proceeding 
square with the center line, readings were equal on the 
scales of the trailing rods. When the readings were 
unequal it indicated that the shield would soon be out 
of line. 

For boring curves the engineer furnished the fore- 
man with a list showing for every foot the shield 
advanced. how much to the right or left of the center 
line it should be. When sighting on the fiddle the 
foreman could therefore ascertain his position by refer- 
ring to the list. Trailing reds with different scales 
were provided for curves. While the rod for the inside 
of the curve was divided into feet and inches, on the 
outer rod the divisions, although marked as feet and 
inches, were “stretched” to correspond with the lengths 
on the inside. Vertical lines also were established by 
the engineer and it was thus possible to ascertain from 
the readings on the trailing rods whether or not the 
nose of the shield was being kept to the correct line 
of the curve. The maximum deviation from level or 
center allowed in a shield was 13 in. 

When the construction of the Morden extension was 
at its height, eighteen shields were in operation simul- 
taneously on various parts of the line. Twelve were 
at work on the running tunnels and six of extra large 
size on the platform tunnels of the stations. 


It was then noted how much » 
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Large Crowds Were Interested in the Exhibit of the New York State Railways at the Rochester Industrial Exposition 


Seeing What the Motorman Sees 


Motion Picture Displayed by the New York State Railways at the Rochester Industrial Exposition 
Attracted Large Crowds—Taken from the Front Vestibule of a Moving Car, It Showed 
the Many Hazards of Operation Through Congested Streets 


By L. R. Brown 


New York State Railways, Rochester, N. Y. 


OR the first time in several years the New York 
State Railways was represented this year at the 
Rochester Industrial Exposition. The company 
rented three adjoining booths on the center isle in the 
building housing the industrial exhibits and combined 
them. The space was arranged as a miniature motion 
picture theater resembling the interior of a street car. 
The front vestibule of a car was built to actual size fac- 


ing one of the aisles. Behind this were seats arranged 
in the same way as in a street car. At the back was a 
booth housing motion picture and lantern slide machines. 
The screen was inside the front vestibule in the position 
of the motorman’s window and the surrounding wood- 
work painted black. 

The back wall of the booth was arranged to represent 
the side windows of a street car, except that, in place of 


Op Trarispor 
“a Rochesler 


Posters Took the Place of Glass in the Side Windows 
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glass, posters were displayed telling the value of street 
car service to the community. Posters carrying facts 
about the street railway in Rochester were placed in the 
space above the windows ordinarily used for advertising 
merchandise. The walls supporting the projection room 
were used to advertise the electric railway industry. 

These street car seats accommodated 32 people and 


The Rallway Booth Was Arranged to Resemble a Car Interior 


afforded about the only opportunity inside the exposi- 
tion buildings for people to sit down and rest. On one 
of the front windows of the car and on one of the 
panels in the rear were painted these words, “Rest 
Here and Enjoy Street Car Comfort.” 

“What the Motorman Sees’ was one of the principal 
motion pictures shown to the audience. It was taken 
in Rochester by a local motion picture man, under the 
supervision of the safety director, from the front ves- 
tibule of a street car. When looking at this picture dis- 
played on the screen one got the effect of riding in a 
street car and seeing what the motorman sees. 

Five different incidents were displayed. One was an 
automobile “cutting in” in front of a street car without 
warning. Another was a street car being delayed by a 
slow-moving vehicle refusing to turn out and give the 
right of way. The third consisted of boys playing in 
the streets. One of them darted suddenly out in front 
of an oncoming car to retrieve a fumbled ball. A fourth 
scene depicted a boy catching a ride on the rear of a 
street car and getting a bad fall by jumping off in front 
of an oncoming car. The fifth showed a man alighting 
from a street car and walking around the rear onto the 
other track in front of an oncoming automobile. 

In addition, other pictures taken by the railway in 
Rochester were shown. One was entitled ‘Traffic Con- 
ditions in Rochester” and showed a number of violations 


of the law by automobilists which endangered street car 
traffic. Another was ‘The Gap in the Line” and showed 
the efforts of the railway to take care of the service 
when a blockade occurs. Lantern slides from the Na- 
tional Safety Council were used also to interest the 
crowds in the dangerous practices in which street car 
patrons often indulge. 

It was necessary at all times to have two or more men 
present at the exhibit to operate the motion picture and 
lantern slide machines and keep a continuous attraction 
before the people. Two motion picture machines of the 
bulb type and one lantern slide machine were used. At 
first the pictures did not show up so very well in the 
daytime as all the artificial lights in the building kept 
burning and there was considerable reflection on the 
screen. This was to a great extent overcome by con- 
structing a canopy of black oilcloth to shade the screen. 

From the opening of the exhibit at 10 o’clock Monday 
morning until its closing at 11 o’clock Saturday night 
the exhibit was an unqualified success in attracting 
crowds. The seats were filled at nearly all times and 
many times the people were crowded four and five deep 
in the standing space outside the booth. Even when no 
pictures were being shown many people occupied the 
seats just for the purpose of rest and relaxation. When 
so doing they, of course, were gazing around and read- 
ing the messages painted on the walls for their benefit. 
The crowd was constantly changing and owing to the 


Full-Size Front Vestibule at One End of the Exhibit 


booth’s prominent location nearly every one who visited 
the exposition passed the booth and all who passed 
paused for a moment to read the messages or watch the 
pictures. Children were especially interested in the 
exhibit and a parent with a child had difficulty in get- 
ting by without stopping to see the pictures. A comedy 
motion picture was displayed occasionally to attract the 
crowd and the safety slides and film were shown be- 
tween the scenes of comedy. 
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High Current Capacity with Exceptional 
Flexibility Feature of Catenary 


New Overhead of Chicago, South Shore & South Bend Rail- 


road Gives Uniform Load of 0.7 


Lb. per Foot on Pantograph— 


Maximum Life Assured by Use of All Non-Ferrous Materials 


By L. W. Birch 


Line Material Engineer Ohio Brass Company 


“Ideal” Section of Chicago, 

South Shore & South Bend 

Railroad, Showing Limited 
Train in Service 


- 


ests purchased the Chicago, Lake Shore & South 
Bend Railway and, after renaming it the Chicago, 
South Shore & South Bend Railroad, proceeded to spend 
an aggregate of $3,615,000 for new equipment and 


G ee ie more than a year ago the Insull inter- 


rehabilitation of the right-of-way. Of this amount, 
$1,330,000 was spent for new equipment and $1,428,000 
for the rebuilding of overhead, structures and roadway. 
In addition, the Northern Indiana Public Service Com- 
pany has spent $857,000 for substation equipment and 
high-tension lines. Twenty-five new steel motor pas- 
senger cars and four locomotives have been placed in 
service. In addition to these, there will be delivered 
later two dining cars and two parlor-observation cars. 
The overhead system is being completely rebuilt and a 
1,500-volt d.c. system has replaced the old 6,600-volt a.c. 
system. Eight new substations and interconnecting 
high-tension lines have been added and many waiting 
rooms and stations rebuilt. New 100-lb. rail and ballast 
are replacing the old. In other words, a new railroad 
has been built on an old right-of-way. 


X 
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For the past few years it has been recognized that 
there are two ways to design an overhead system, 
either of which could be considered as good design, even 
though it be selected without consideration of current 
requirements and cost. One method is to build a light 
overhead collection system with separate feeder for 
conductivity and the other is to construct an overhead 
system in which all conductivity is placed in the contact 
and supporting messenger wires. With the former de- 
sign the advantage of light-weight overhead is ob- 
tained, thus diminishing the size and weight of 
structures, hardware and fittings. With the latter, 
owing to larger cables resulting, a system employing 
long pole spacing, heavier structures and a single in- 
sulated set of conductors is possible. By comparing the 
cost of one system with that of the other for some given 
railroad it is fairly easy to determine which system is 
preferable. Considerable economy will show for one of 
the systems. This method of selecting an overhead 
system should not be decisive. There are innumerable 
jokers which may creep in and upset this line of rea- 
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Curve Construction on Single-Track, Wood-Pole Section 
of the Railroad 


soning, but in general it will suffice for a beginning. 

The problem confronting Charles H. Jones, now gen- 
eral manager of the South Shore Line, was to select an 
overhead system for 1,500 volts d.c. which would pro- 
vide sufficient conductivity, was adaptable to the old 
pole locations, was flexible and at the same time per- 
mitted of high-speed operation. It should also be con- 
structed of such materials as to insure maximum life 
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Messenger-Supporting Insulator Used on Ideal Section 


under existing smoke and atmospheric conditions and 
should be cheapest from the standpoint of dollars per 
ampere-mile. The answer to the problem was a system 
embodying supporting cable, feeder and contact wires 
in the same grouping. In brief; the additional copper 
necessary to provide sufficient feeder capacity for the 
contact wires was not hung separately from the struc- 
tures, but became a part of the overhead system. This 
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Original Installation of Overhead, Chicago, South Shore & 
South Bend Railroad, Kensington Division 


was accomplished by proportioning the copper between 
contact wires and messenger wires in the catenary 
make-up. A skillful division of copper and steel in the 
main messenger wire made possible-the selection of a 
cable of higher ultimate strength, with less sag to be 
considered and, as a result, a saving in hanger lengths, 
particularly on curves. 

The original overhead system as built some éighteen 
years ago consisted of a 3-in. Siemens-Martin steel cable 
with a No. 0000 copper intermediate wire and No. 0000 
steel contact or slipper wire. Rigid hangers of the 
“sister hook” type connected the main messenger with 
the intermediate wire, while the intermediate wire and 
steel contact wire were connected with cast bronze du- 
plex clips. The latter were spaced equidistant between 
hangers and provided flexibility as well as a feeder 
connection. This system operated remarkably well, 
considéring the speeds which were attained at the start 
of operation. However, as the railroad progressed and 
every one learned more concerning current collection 
and the problems of overhead maintenance a great dif-, 
ficulty became apparent. This appeared in the steel 
contact wire. It was not working out satisfactorily. 
Motormen complained of rust-stained windows and the 
shop men of too rapidly wearing contact shoes on the 
pantographs. The overhead man suddenly noticed an 
unusual amount of arcing and burning. This condition, 
however, continued until eliminated by the substitution 
of capper contact wire during the present rehabilitation. 
A like substitution was made by a number of Hastern 
roads about the same time. This combination continued 
in operation until recently, when it was replaced by 
the new overhead. 


NEW OVERHEAD SYSTEM 


Owing to the soundness of the wood poles and the 
added expense of resetting for greater pole spacing, the 
old poles were considered adequate for most of the new 
construction. Having been previously reset in concrete, 
they were sufficiently secure to withstand the loads im- 


November 27, 1926 


ELECTRIC RAILWAY JOURNAL 


967 


posed by the new catenary. Hence, only a certain 
amount of straightening was necessary before the pole 
job was considered complete. Bates steel trusses were 
attached to these old poles to span the two tracks and 
support the catenary. Suspension insulators were at- 
tached to these trusses by a clamping device which 
permitted of alignment with track centers after the 
messenger had been strung. Along the single-track 
section an adjustable type of galvanized bracket arm 
was used on each pole. 

It is interesting to note that the original bracket 
arms, which were of T section and plain, were almost 
entirely eaten away with rust when removed. The new 
galvanized brackets will not be subject to this condi- 
tion. The pole spacing on the old work was 167 ft. on 
tangents, consequently this became the normal span for 
the new work, with the exception of that portion of 
the track paralleling the New York Central Railroad, 
known as the Ideal section. This section has 300-ft. 
tower spacing and employs built-up galvanized Bates 
bridges. The general span design, however, is identical 
with that chosen for the replacement on 167-ft. spans. 

In order to incorporate conductivity and strength in 
the same combination, a span design was selected as 
shown in the line diagram. The main messenger or 
supporting catenary wire was connected to the inter- 
mediate wire by means of a rigid hanger, while the 
contact wire was supported from the intermediate wire 
with a flexible hanger. The rigid hanger provided good 
electrical conductivity between main messenger and 
intermediate messenger, while the flexible hanger pro- 
vided a relief from the “hard spots” during pantograph 
passage along the wire. Frequent feeder connections 
or bonds were placed between intermediate wire and 
contact wire to aid further in increasing the current- 
carrying characteristics of the line. A similar arrange- 
ment for inclined hanger construction was designed for 
the curve work, the plan of using short flexible hangers 
being continued through the curve. 

In addition to good collection characteristics, this form 
of catenary gave a very pleasing span as far as appear- 
ance was concerned and provided a uniform load of 
0.7 lb. per foot on the pantograph. 


This particular type of span design, in addition to 
providing good conductivity and mechanical strength, 
lends itself admirably to the replacement of the contact 
wire. . With pantograph operation, the new contact wire 
may be strung while the old one is in service. This may 
be accomplished by suspending the new wire with the 
short flexible hangers alongside the old one. The old 
wire and hangers may then be removed after the new 
wire is properly sagged. It is even possible by a slight 
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change in curve hanger design and a resagging of main 
messenger wire to add a second contact wire in case 
load conditions materially increase. 

Insulation on the bracket arms was similar to many 
other existing 1,500-volt d.c. lines. However, the insula- 
tion on the steel towers in the Ideal section was of a 
somewhat new design. This insulator, which has had 
a long field record, was of the two-piece design and 
provided a good factor of safety in case of breakage 
of one part or in case of an extremely high inductive 
voltage from the adjacent high-tension line. A saddle 
casting formed the cap and the main messenger rested 
in this saddle. Messenger anchorages were placed at 
approximately 1-mile intervals. The arrangement used 
was that of dead-ending direct to the steel truss of a 
bridge through high-strength ball-socket insulators. 


Illinois Central Right-of-Way Over Which Passengers Are Carried from Kensington to Randolph Street, Chicago 
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Effective Means of Support- 
ing Armature Coils 


HILE insulating armature 

coils on taping machines the 
operator should have coil hangers on 
both sides. Those on one side sup- 
port the coils before they are taped 
and those on the other hold the 
finished coils. A convenient arrange- 
ment of hangers, which can be shoved 
under the table out of the way when 
not in use, is incorporated in the 
equipment of the new electrical re- 
pair shop of the Brooklyn-Manhattan 
Transit Corporation. As shown in 
the accompanying illustration, the 
hangers consist of 3-ft. lengths of 
13-in. iron pipe fastened to the 
underside of the table on each side of 
the operator. Into each length of the 
supporting pipe is a piece of #?-in. 
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pipe on which the coils are hung. 
The ends of the small pipe which sup- 
port the coils are provided with bush- 
ings, so that there are no sharp 
edges, and in order to prevent the 
pulling out of the pipe entirely the 
larger pipe is fitted with a bushing 
which closes in the end opening suffi- 
ciently that the bushing on the end 


.of the 2-in. pipe cannot pass through. 


In a shop like this, all of the 
appointments of which are cement or 
metal, this construction will harmon- 
ize particularly to bring out a pleas- 
ing appearance and also provide a 
most convenient arrangement. 


————————— 
“A.E.R.A.” 
“A” dvocates “Expert, “R’egu- 
lar “A” ttention—to all details in 
the upkeep of your equipment. 


Benches on Which Taping Machines Are Operated in the Shops of the Brooklyn-Manhat- 
tan Transit Corporation Have Pipe Supports on Each Side for the Armature Coils 
That Can be Shoved Underneath When Not in Use 


Handling Wheels by a 
Wheel Stick 


OVING a pair of wheels from 

one location to another is very 
easily accomplished by means of a 
wheel stick as used by the New York 
Railways. This stick is made of a 
piece of 3-in. x 4-in. oak about 43 ft. 
long upon which is mounted a bear- 
ing made of §-in. x 23-in. flat iron. 


— __ 4 | 
——— = \ 
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Moving Pair of Wheels with Wheel Stick. 
At Right, Side View of Wheel Stick 


The center of this bearing is located 
so that when placed under the 
journal end of the axle it will raise 
one wheel about 3 in. off the floor, 
thus permitting the wheels to be 
swung to any desired angle. 

From the bottom of the bearing 
bracket the stick is tapered down to 
about 2 in. x 2 in. and from the top 
of the bracket it is rounded and 
tapered to permit of a good hand 
grip. 

This stick will prove a very useful 
tool where a pair of wheels are to 
be moved about the floor and no im- 
mediate lifting facilities are avail- 
able. 


“All’s well that’s oiled well” 


Is the tale your bearings tell. 


Round Soft Steel for 
Truck Repairs 


AILURES in truck members are 

now repaired in the shops of the 
Portland Railroad, Portland, Me., 
with round soft steel rod. Diameters 
of 2 in. or § in. are frequently used 
for this purpose. The round lengths 
are electrically welded to the metal of 
the truck following the welding of 


. 
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Using Soft Steel in Repairing Truck Failures 


the actual section which had failed. 
Thus the new metal assists in hold- 
ing the members in position and ab- 


sorbs much of the shock which would 
otherwise be transmitted to the re- 
paired part. 


Kinks from Deeatur, III. 


Earnest Efforts and Modern Methods Bring Satisfactory 
Savings on the I.T.S. 


AMPAIGNING, in the direction 

of systematizing and correlating 
work in the shops of the [Illinois 
Traction System, coupled with effort 
to select shopmen carefully and pro- 
vide them with pleasant working 
conditions, has been bringing results, 
according to the brief of the company 
in the 1926 Coffin Award contest. 
Time-saving devices used in the shop 
include such innovations as inter- 
communicating telephone systems 
and development of special ma- 
chinery and devices in the air brake, 
blacksmith, electric and painting de- 
partments. In addition to cutting 
down the time required for the sev- 
eral operations of car maintenance 
and construction there has been an 
intensive study of reclamation. 

By the use of a mechanical sep- 
arator in the foundry, bits of iron 
and steel which are removed from 
brass borings and which were for- 
merly sold at from 8 to 4 cents a 
pound are now used over again. The 
resulting saving amounts per pound 
to from 4 to 5 cents. Compressor 
heads which formerly were junked 
are now repaired at a cost of 40 cents 
by the use of special tools. This 
results in a saving of $14 for each 
compressor’ head thus _ salvaged. 
Slides for Miller trolley shoes are 
built up for 48 cents, as compared 
with the previous cost of $1.75 for a 
new slide. Cast steel wheels for- 
merly considered too hard for turn- 
ing are now turned in the company’s 
shop, and wheels once scrapped for 
flat spots are now again made avail- 
able for service. 

Car axles which have become worn 
at the journal are built up by the 


welder and used again. Gear cases 
costing $48 each and frame heads 
costing $50 are saved from the scrap 
pile by a special method recently 
developed. Car axles worn to con- 
demning limits but showing no 
structural flaws are treated and 
turned down to smaller sizes. 

A system of ventilation for the 
GE-73 motor has been worked out by 
means of which the capacity of the 
motor has been increased 66 per cent. 
The capacity of trolley poles and 
trolley bases has been increased by 
running heavy cable in shunt with 
these parts. 

Pull rods and equalizer bars are 
now made from one piece of metal. 
No welding is permitted in these 
pieces and the breakage of these 
parts has been practically eliminated. 
Headlight switches have been given 
a uniform location and so placed that 
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the motorman need not take his eyes 
off the right-of-way to operate the 
switch. Large lights of opalescent 
glass in the top outside sash have 
been split and a metal mullion has 
been inserted. This has meant that 
the number of lights of this kind 
which have been broken has been 
greatly reduced. 

The composite result of this cam- 
paign is shown by the following com- 
parison: During the twelve months 
ended April 30, 1926, there was a 
total of only 391 car failures on the 
main division for 6,148,240 car-miles, 
or an average of one car failure for 
15,720 car-miles. This compares 
with an average of one failure for 
13,016 car-miles for the previous 
three years, and of one car failure 
for 8,804 car-miles for 1920—five 
years ago. Incidentally, during the 
past eighteen months all of the reg- 
ularly operated passenger equipment 
and 800 of the freight cars have been 
put through the paint shop. 


End Block Used to Protect 
Armatures from Injury 


RMATURES with a construction 

as used with the GE-264 or 
Westinghouse 508 motors have a 
ventilating fan at the end. As this 
housing is of considerably larger 
diameter than the armature core 
there is danger of damaging the 
commutator or small end in handling. 
In order to keep the small end of 
such armatures off the floor, Ernest 
Lunda, master mechanic of the 
Grand Rapids Railway, fits these 
types of armatures with a circular 
wooden block. The diameter of this 
block is 1 in. less than that of the 
ventilated end housing, so that in 


Keeping the Small End of Armatures Off the Floor by Use of a 
Wooden Block Support 
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rolling the shaft has a tendency to 
work into the block rather than out 
of it. The blocks are 2 in. thick. 


New aes ment 
Available 


Dust Kept from Carbon 
Brushes of Railway Motors 


Wes self-ventilation was in- 
corporated in railway motor 
design some years ago it resulted in 
a somewhat shorter life of the 
brushes, brush-holders and commu- 
tators than in the totally inclosed 
types, due to additional wear caused 
by dirt. Although this condition was 
considered undesirable, it was ac- 
cepted by railway operators because 
of the advantages of reduced weight 
per horsepower and the increased 
ratings possible with a ventilated 
motor of specified dimensions. 

Several improvements have been 
devised by engineers of the Westing- 
house Electric & Manufacturing 
Company in order to overcome the 
disadvantages. The closed front 
brush-holder and, later, the dust cap 
holder, which totally inclosed the car- 
bon except the contact surface, were 
brought out. Further study and ex- 
perimentation have resulted in the 
conception of a dual ventilation 
scheme. An experimental type mo- 
tor, No. 508, with dual ventilation, 
was placed in service, and as a re- 
sult of the satisfactory operation 
this dual ventilation will soon’ be- 
come a feature of all standard motors 
of 25 and 35 hp. rating. 

Dual ventilation is obtained by 
having a baffle inside the frame 
which separates the commutating 
mechanism from the coils in the main 
portion of the frame. The air is 
taken in through two inlets, one in 
the commutator housing, the other in 
the main frame casting. The ex- 
ternal appearance of the motor is 
practically unchanged from that of 
the ordinary self-ventilated type. 
Dimensions pertaining to the instal- 
lation of the motor on car trucks are 
unchanged.- The armatures of dual 
ventilated motors are interchange- 
able with those in the other motors 
as before. No special armature coils 
are required. 

Records of brush mileage and 
measurements, of commutator wear 
in the motor under test indicate that 
the life of these parts as affected by 


wear due to dirt is four times the 
life of similar parts in the ordinary 
self-ventilated motor of the same 
type. 


Ticket Printing and 
Registering Machine 


ROM 1 cent up to $99.99 any 

amount may be registered by the 
No. 79 Ohmer ticket printing and 
auditing machine which has re- 
cently been announced by the Ohmer 
Fare Register Company of Dayton, 
Ohio. A ticket is printed and issued 
for the amount desired and at the 
same time a duplicate record of the 
data which are printed on the ticket 
is also printed on the day’s report 
within the machine. The machine 


‘ticket, marked R.T., 


and being taken up as the passenger 
leaves the car, while the second 
is given to the 
passenger for collection by the re- 
turn operator. 

When taking his car or bus the 
operator must place his identifica- 
tion key in .the machine before he 
can operate it. This prints his num- 
ber on the daily report opposite the 
record of each ticket issued. Pull- 
ing out this key locks the machine. 
The operator issues the first ticket 
to himself with fare designation in 
blank and holds this ticket. All 
tickets are lifted as passengers leave 
the car or bus and are turned in to the 
office with the day’s collection, which 
should balance with them. An in- 
spector entering the car may exam- 
ine any ticket to see whether the 


Each Ticket Issued by the Conductor Bears Complete Data Printed on Its Face While 
the Same Information Is Listed on the Day’s Record Inside the Machine 


may.be mounted upon a bracket or 
may be carried by the operator by 
means of a belt and shoulder sup- 
port. It weighs but 10 lb. and 
measures 63 in. x 64 in. x 8 in. high. 

An earlier form of this machine 
was illustrated in this paper for 
Dec. 19, 1925, page 1079. 

The machine was designed to give 
complete protection against manipu- 
lation and the usual losses due to 
carelessness and dishonesty. Ticket 
fares, transfers,. interline tickets, 
mileage and all paper fare mediums 
receive the same protection as do 
cash fares. It is also possible to 
issue round-trip tickets with the 
machine, one ticket being issued to 
the passenger for. the immediate ride 


consecutive number is higher than 
that issued by the conductor to him- 
self, thus determining whether the 
ticket is one that has been picked up 
from the floor or one that has been 
held out from a previous settlement 
with the office. © 

The No. 79 Ohmer ticket printing 
and auditing machine is made in 
four types as follows: 

79-O—To record up to nine zones 
and with a maximum cash capacity 
of 99 cents. 

79-A—To record up to 99 zones 
and $9.99. 

79-B—To record up to 999 zones 
and $9.99. 

79-C—To record up to 999 zones 
and $99.99. 
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Association News & Discussions 


lowa Railway Operators Convene 


Interspersed with Shop Talks and More General Subjects Was the Annual 
Convention of the Operators’ Section—Talks on Grand 
Rapids and an Actual Demonstration of 
Motor Bus Oil Dilution Were Features 


Wee thought out papers and ad- 
dresses followed by a lively dis- 
cussion constituted the serious side of 
the two-day convention at Omaha of 
the Operators’ Section of the Iowa 
Electric Railway Association held Nov. 
17 and 18. The banquet on the evening 
of the first day was both of a serious 
and entertaining nature. Thorne Brown 
delivered an address that depicted the 
railway situation viewed from his re- 
cent years as railway commissioner of 
Nebraska. The entertainment follow- 
ing the address was produced by songs 
and other music by some of the talent 
known to the radio world through sta- 
tions WOAW, Omaha, and WOC, 
Davenport. 

The entire program was well up to 
the standard expected by Chairman 
John Sutherland. After “good” Mayor 
James Dahlman presented an address 
of welcome at the opening session, the 
meetings were turned over to regular 
business. 

L. J. DeLamarter, president and 
general manager Grand Rapids Rail- 
way, Grand Rapids, Mich., prepared a 
paper which was read by J. W. Knecht, 
general superintendent of the same 
company. In this paper were set forth 
some of the facts of the recent Grand 
Rapids success with new cars. An 
abstract will appear in a future issue. 
Mr. Knecht added much information to 
show that increased revenue as well as 
reduced expenses have followed the 
steps of progress taken by the Grand 
Rapids company in recent years. On 
lines equipped with the 27 new cars re- 
cently purchased an increase in gross 
revenue of 2.93 per cent has been expe- 
rienced as against a decrease of 1.22 
per cent for the same period on lines 
having old cars. Total operating ex- 
penses for the property month by month 
since the new cars started have been re- 
duced this year from last as shown in 
the table on page 972. -The results were 
analyzed to show that these reductions 
were obtained in maintenance, power, 
and other departments as well. Old 
cars average about 3.22 kw.-hr. as 
against 2.10 kw.-hr. per car-mile for 
the new cars. The first three sampie 
cars weighed about 25,000 lb. each. 
The new lot of 27 weigh 29,500 lb. 
apiece. 

In discussion Mr. Knecht spoke of 
the continued advertising done in 
papers, talks, special stunts and the 
company paper, Trolley Topics. 

P. G. Swars, Westinghouse Electric 
& Manufacturing Company, in discus- 
sion stated that marked improvement 
could be made on many systems by 


‘ 
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closer attention to maintenance. In 
particular the noise arising from the 
overhead trolley could be reduced to the 
great advantage of the car operation. 
C. M. Feist, master mechanic Sioux 
City Service Company, told of a shock 
absorber that he had built for one of 
the Sioux City cars that has greatly im- 
proved its riding qualities. 

Leonard C. Donohoe, chief clerk mo- 
tor carrier department, Board of Rail- 
road Commissioners of Iowa, in a paper 
on the regulation and development of 
motor carriers in Iowa, gave much data 
which present an excellent picture of 
the bus situation in Iowa from the 
standpoint of the railway commission. 

The first Iowa motor carrier law was 
enacted by the 40th General Assembly 
and became effective on July 4, 1923. 
It lived less than two years, but during 
that time several changes were made 
that formed the background for the 
present law. This latter was passed by 
the 41st General Assembly and became 
effective on April 17, 1925, and is still 
in effect. It provides for the assessing 
of taxes and penalties against motor 
carriers and for the collection and dis- 
tribution of them. The tax provided 
is 0.25 cent per ton-mile for vehicles 
equipped with pneumatic tires and 0.50 
cent per ton-mile for motor vehicles 
equipped with solid tires. Although the 
rate of taxation as provided by the 
present law is twice the rate provided 
by the old law, the present law requires 
motor carriers to pay the tax only on 
the actual operations, whereas the old 
law, in providing the manner of assess- 
ing the tax against passenger motor 
carriers, provided that “In no event, 
however, shall the number of miles 
operated be considered as less than the 
number of miles required to be operated 
to maintain its filed schedules.” 

Twenty per cent of all moneys col- 
lected is for the use of the board in ad- 
ministering and enforcing the provi- 
sions of the law and the regulation of 
motor carriers, and 80 per cent of such 
moneys is allocated each month to the 
various counties in the proportion that 
the number of ton-miles of travel in 
the respective counties bears to the 
total number of ton-miles of travel 
within the state. The money allocated 
to the counties is for the use of the 
county boards of supervisors in main- 
taining and repairing the highways 
used by motor carriers. 

The board is given power to fix or 
approve rates, fares, charges, classifi- 
cations, and regulations pertaining 
thereto; to regulate and supervise the 
accounts, schedules, service and safety 


of operations of each motor carrier; 
to prescribe a uniform system and clas- 
sification of accounts; to require the 
filing of annual and other reports, and 
to supervise and regulate motor car- 
riers in all other matters affecting the 
relationship between such carriers and 
the traveling and shipping public. 

It is also declared unlawful for any 
motor carrier to operate without first 
having obtained a certificate of con- 
venience and necessity. Before such a 
certificate can be issued, the board is 
required to hold a public hearing and 
make a finding that the service pro- 
posed will promote the public conven- 
ience and necessity. 

What the railway industry is doing 
to meet changed conditions was the 
subject discussed in a paper by E. W. 
Miller, general superintendent Des 
Moines City Railway. The several sub- 
jects discussed by Mr. Miller will be 
abstracted in a future issue. It was 
brought out that there had been a 
special wheel designed in Des Moines 
that would chip or scoop ice and snow 
ee had become packed in the rail 
slots. 


STANDARD FOR PULL-INS NEEDED 


All through the meetings the ques- 
tion of pull-in records were discussed. 
The figures offered by different proper- 
ties varied over a very wide range 
from 4,000-5,000 car-miles per pull-in 
up to 20,000 car-miles per pull-in re- 
ported by Des Moines. It was pointed 
out that no standard for pull-ins had 
ever been determined and hence rela- 
tive figures meant nothing. Reference 
was made to figures reported this 
spring as high as 98,000 car-miles per 
pull-in for a Southern property. 

Much valuable information pertain- 
ing to motor bus lubrication was given 
in a talk by Major Parker of the Stand- 
ard Oil Company, who differentiated be- 
tween “road” and “shop” troubles of 
lubrication. Most road troubles arise 
from excessive oil consumption, gen- 
erally resulting in dilution of the 
crankcase oil. 

Thinning out of oil becomes more 
noticeable with distance traveled and. 
generally increases with improper com- 
bustion of the gasoline used; too rich a 
mixture, often caused by excessive use 
of choke; operation at too cool a 
temperature; and poor fuel having too 
large a component that will not 
vaporize below 450 deg. F. Engines 
operate most efficiently at about 180 
deg. temperature of cooling water and 
should never be allowed to drop below 
130 deg. Less dilution will result in 
operation at temperatures near 180 deg. 
than at lower points. ; 
' Major Parker demonstrated the 
Sleigh dilution testing method. From 
a 100-c.c. sample of oil removed from 
a motor truck after 800 miles of run- 
ning about 15 c.c. of gasoline was re- 
moved, after heating and condensing 
the gas boiled off. Then by mixing 
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some Fuller’s earth with the remaining 
oil the mass was filtered and clear oil 
was recovered. 


ELECTRIC RAILWAYS FROM THE 
ECONOMIC STANDPOINT 


Thorne Brown faced frankly the 
electric railway situation as he sees it 
in relation to other utilities. For years 
he has been on the Nebraska State 
Railway Commission and for a con- 
siderable part of this time its chairman. 
At present Mr. Brown is industrial 
commissioner of the Omaha Chamber of 
Commerce. 

The telephone industry, according to 
Mr. Brown, is the only natural 
monopoly, as every user adds to the 
potential service possible to every other 
user. The telephone service does not 
begin to cost what it is worth. Like- 
wise the gas rates of $1.10 to $1.25 per 
thousand cubic feet are not up to what 
the traffic will bear. The electric light 
and power companies have always had 
potential competition in the formation 
of public or municipally-owned sys- 
tems, and fortunately because of the 
growth of this industry it has been pos- 
sible to offset the dwindling purchasing 
power of a dollar. 

Electric railways, however, are fac- 
ing the ever-increasing use of private 
transportation and are, according to the 
speaker, a semi-decadent and semi-ob- 
solete business. With the exchequer 
constantly decreasing it becomes eco- 
nomically impossible to increase fares 
to offset the deélining net revenues. The 
reason for this seems beyond the con- 
trol of operators since they cannot cut 
overhead to a great extent and like- 
wise cannot reduce the service. 

While the parking problem and street 
congestion in cities of 500,000 popula- 
tion and over seem to have checked the 
dwindling revenues to some extent, this 
is not true of smaller communities. The 
picking up habit of many drivers in 
small cities is not a hostile act against 
the railways. 

Mr. Brown stated that the trans- 
portation system of cities was neces- 
sary and that in his opinion buses were 
not the answer. The facts boiled down 
to the statement that the railways had 
not successfully sold their service. They 
have not reached rates as yet to equal 
the value of the service, but an economic 
limit apparently exists beyond which 
increased rates will not produce propor- 
tionate increased revenue. 

City fathers have generally failed to 
grasp the situation and still insist on 
unreasonable taxes and burdens for no 
reason except that they once existed. 

Reluctantly Mr. Brown advanced a 
theory that public ownership was the 
solution, not because he favors govern- 
ment operation, but only through that 
channel can municipal authorities be 
brought to realize the problems of the 
transportation companies. He states 
frankly that poorer service will ensue, 
less courtesy will be shown under 
municipal operation; but this is the 
price that the public will have to pay 
for the apparent inability to create con- 
ditions of fairness and common sense 
that will permit private capital to con- 
tinue to finance and operate city trans- 
portation. 

At the outset Mr. Brown said he 
would not give a frivolous address, 
since he saw no frivolity in the busi- 


COMING MEETINGS 


OF 
Electric Railway and 
Allied Associations 


Dec.2-3—Highway Research Board 
—Division Engineering and Indus- 
trial Research, annual meeting. Na- 
tional Academy of Sciences—National 
Research Council Building, Wash- 
ington, D. C. 

Dec. 3—American Electric Rail- 
way Association, Metropolitan Sec- 
tion, Engineering Societies Building, 
New York City, 8 p.m. 

Dec. 6-9— American Society of 
Mechanical Engineers, annual meet- 
ing, New York City, Engineering 
Societies Building. 

Jan. 6-7—Midwest Electric Rail- 
way Association, midwinter meeting, 
Mayo Hotel, Tulsa, Okla. 

Jan. 10-14—American Road Build- 
ers’ Association, convention and road 
show, Coliseum, Chicago, III. 

Jan. 25—New York Electric Rail- 
way Association, winter meeting. 
Hotel Commodore, New York City. 

Jan. 26-28—Association of Equip- 
ment Men—Southern Properties— 
Memphis, Tenn. 

Feb. 3-4—Central Electric Rail- 
way Association, winter meeting, 

Toledo, O., Commodore Perry Hotel. 


ness. It takes courage ta operate a 
railway today. A railway operator is 
like a farmer in many respects, but 
even the farmer has the sympathy of 
the people. 


STOREKEEPER PLAYS IMPORTANT PART 


Frank McDonald, superintendent of 
purchases Waterloo, Cedar Falls & 
Northern Railway, gave an excellent 
analysis of the good that can arise 
from proper co-operation between de- 
partment heads and the purchasing 
agent. Extensive work planned by the 
company should be brought to the pur- 
chasing agent’s attention so that he 
may have adequate time to locate 
proper materials and wisely to plan 
their purchase. The purchasing agent 
who buys on price without regard to 
quality or the use to which the mate- 
rials will be put does an injustice to his 
company and the manufacturer as well. 

When materials require extensive 
labor in their installation it oftentimes 
proves more economical to use a high 
grade of material when longer life can 
be obtained. 

According to John Duncan, master 
mechanic of the Fort Dodge, Des 
Moines & Southern Railroad, his is one 
of three roads in Iowa to be living up 
to the rules of the bureau of locomotive 


SAVINGS IN OPERATING COST WITH 
NEW CARS ON GRAND RAPIDS 
RAILWAY 

Reduction, 1926 below 1925 


July August September October 
Mainte- 


nance...$1,474 $2,784 $5,883 $4,881 
Power .<-.. 467 21,102 1,217 1,480 
Total operat- 

ing sav- 

ing b...5 64,895 BOsl43 10,046 13,450 


inspection. The bureau requires very 
rigid inspection of air-brake equipment. 

Frosting of windows in the locomo- 
tive cabs has been troublesome in win- 
ter. This difficulty has been corrected 
by allowing air to blow against the 
inside of the window through a small 
1/64 in. opening. This small current 
of air prevents frost forming and like- 
wise sleet or snow and is even success- 
ful in breaking up, large drops of rain 
so that a clear vision is obtained. 

William G. Brooks, Westinghouse 
Electric & Manufacturing Company, 
decried the practice of manufacturing 
carried on in many repair shops. He 
advised the use of labor-saving tools 
and equipment such as bearing presses, 
car-body jacks and chucks designed for 
centering bearings. Mr. Brooks called 
attention to the fact that maintaining 
is 80 per cent material and 70 per cent 
labor and that it made for far greater 
success to perform more work in the 
maintenance shop than to wait until the 
equipment broke down and went to the 
repair shop. He commented favorably 
on the maintenance methods of the 
Omaha & Council Bluffs Street Rail- 
way and stated that it was maintaining 
cars for 2.23 cents, whereas the aver- 
age for twenty roads of similar size 
has been reported as 3.78 cents per 
car-mile. 

Unfortunately Henry Cordell, master 
mechanic Chicago, North Shore & Mil- 
waukee Railroad, because of sickness, 
was unable to attend the meeting and 
deliver the paper for which he was 
scheduled. 

The meetings were attended by 101 
delegates and several guests. Fifty- 
three of the delegates were operating 
men from the Iowa and Nebraska prop- 
ties and 48 were manufacturers’ repre- 
sentatives. 

Maurice Welch, superintendent and 
traffic manager Waterloo, Cedar Falls 
& Northern Railway, was named 
chairman of the executive committee, 
with directors as follows: R. W. Her- 
rick, superintendent Sioux City Service 
Company; F. S. Welty, assistant gen- 
eral manager Omaha & Council Bluffs 
Street Railway; E. W. Miller, superin- 
tendent of transportation Des Moines 
City Railway; A. H. Smith, Dubuque 
Electric Company. Manufacturing rep- 
resentatives on the executive commit- 
tees are: W. F. Weil, sales representa- 
tive American Brake Shoe & Foundry 
Company, Chicago; H. R. Sampson, 
district sales manager Ohio Brass Com- 
pany, Chicago; K. A. Hills, manager 
Davenport office General Electric Com- 
pany; G. J. Hart, sales engineer West- 
inghouse Electric & Manufacturing 
Company, Des Moines. 

John Sutherland, master mechanic 
Tri-City Railway, was re-elected for his 
fourth term as chairman of the con- 
vention. 


Midwest Annual Meeting in Tulsa 
Jan. 6-7 


ATES for the midwinter meeting 

of the Midwest Electric Railway 
Association have been set for Jan. 6 
and 7 by the executive committee. The 
meeting will be held at the Mayo Hotel, 
Tulsa, Okla. The banquet will be on 
Thursday evening, the first day of the 
meeting. 
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New York Railroad Club 
Holds Electrical Night 


LECTION of officers and other 
business of the annual meeting of 
the New York Railroad Club was taken 
eare of Friday night, Nov. 19, in 
connection with the club’s electrical 
night. The general topic fur discussion 
was “The Relation of Transportation to 
Electrical Development.” W. S. Jones, 
president of the club, presided and the 
subject was discussed from different 
viewpoints by F. Darlington, assistant 
vice-president Westinghouse Electric 
& Manufacturing Company, by J. P. 
Jackson, assistant vice-president New 
York Edison Company, and by J. C. 
Parker, vice-president in charge of 
engineering Brooklyn Edison Company. 
Motion pictures furnished by the 
General Electric Company were pre- 
sented to illustrate the various stages 
of manufacture of Mazda lamps and to 
illustrate what a single drop of water 
contains. 

The new officers elected were: Presi- 
dent, William G. Gove, superintend- 
ent of equipment Brooklyn-Manhattan 
Transit Corporation; first vice-presi-~ 
dent, Eliot Sumner, superintendent of 
motive power Pennsylvania Railroad 
System; second vice-president, George 
Le Boutillier, vice-president Long 
Island Railroad; third vice-president, 
J. M. Davis, president Lackawanna 
Railroad; treasurer, David W. Pye, 
president Tuco Products Corporation; 
executive member for three years, 
Colonel Charles Hine, consulting rail- 
road expert, New York City; member 
of finance committee for three years, 
George T. Cooke, president American 
Railway Products Company; Arthur N. 
Dugan, vice-president Bronze Metal 
Company, was elected to fill out the un- 
expired one-year term of John T. Neff, 
who resigned as a member of the 
finance committee. 


Industry Organizes for 
Corporation Tax Relief 


EPRESENTATIVES from a large 

number of national manufacturing, 
transportation and commercial organ- 
izations in various lines of industry 
met in conference in Washington, D. C., 
on Nov. 10 to consider the formulation 
of a definite program for corporate tax 
relief to be requested of the incoming 
Congress. This conference was called 
by a committee on tax co-operation 
composed of the following: James A. 
Emery, counsel National Association of 
Manufacturers, chairman; R. P. Haz- 
zard representing National Association 
of Boot and Shoe Manufacturers, 
James Craig Peacock representing 
American Cotton Manufacturers Asso- 
ciation, Harry L. Gandy of the Na- 
tional Coal Association, William S. 
Bennet representing the National Lum- 
ber Manufacturers’ Association, Mc- 
Kinley W. Kriegh of the American Min- 
ing Congress, and Fayette B. Dow of 
the National Petroleum Association. 
C. S. Duncan, economist Association of 
Railway Executives, was also added to 
the permanent committee organization 
to represent the transportation indus- 
try. Leslie Vickers, economist, at- 
tended the conference for the electric 
railway industry. 
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A presentation of the history and 
facts of corporate income taxation was 
made by James A. Emery, Counsel Na- 
tional Association of Manufacturers, 
who was elected chairman of the con- 
ference. By invitation, the under-sec- 
retary of the Treasury, Garrard B. 
Winston, made an informal statement 
of the Treasury viewpoint on taxation. 

Thereafter the session was devoted to 
a discussion of corporate tax relief in 
the light of existing information and 
the conditions to be anticipated in a 
short session of the Congress. On mo- 
tion of William Bennet of Chicago the 
following declaration was adopted: 

That the present corporation’ income tax 
rate represents an invidious and inequitable 
discrimination against that form of busi- 
ness as distinguished from the individual 
and the partnership. The rate has been 
increased where all other rates. have been 
reduced. The chairman is directed, on be- 


half of the conference and all co-operating 
associations : 


1. To petition the ways and means com- 
mittee for a public hearing before the meet- 
ing of Congress on the subject of corporate 
income tax relief. 
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2. That Congress be urged to repeal in 
the short session: 

(a) The additional one-half of 1 per cent 
levied on corporate income and becoming 
effective in the calendar year 1926. 

(b) Repeal the additional one-half of 1 
per cent made effective for the calendar 
year 1925, since, from the public statement 
of the Treasury, one-half of 1 per cent ad- 
ditional for 1925 is unnecessary and the 
additional revenue to be derived from the 
further one-half of 1 per cent in 1926 will 
not be required. 

3. That, in addition to this obviously 
justified permanent relief, Congress be 
asked to afford such further temporary 
and permanent relief as the fiscal circum- 
stance of the Treasury may justify. 

4. That the conference, through its exe- 
cutive committee, present to the joint con- 
gressional tax committee created by the 
revenue act of 1926 further proposals for 
reform of the present inequitable system 
of corporate taxation. 


The conference requested the present 
National Committee on Tax Co-opera- 
tion to become a permanent committee 
and act as the executive committee for 
the execution of the policies of the con- 
ference. That committee was further 
directed to extend an invitation to all 
interested organizations to join in the 
execution of the policy adopted. 


Automotive and Rail Men Stage 


Transportation Meeting 


Co-ordination of Highway Freight and Passenger Traffic with 
Existing Rail Carriers Discussed—Design and 
Maintenance Problems Receive Attention 


UBJECTS of common interest to 
rail and highway transportation 
men occupied the attention of approx- 
imately 400 members and guests of the 
Society of Automotive Engineers at its 
National Transportation and Service 
meeting held in Boston Nov. 16-18. A 
full program of papers covering in 
general the subjects of terminal freight 
handling, use of containers, co-ordina- 
tion of rail and highway traffic, and 
including a discussion of design and 
maintenance problems incident to the 
development and operation of both 
freight and passenger highway vehicles, 
occupied attention during the meetings. 
A resolution was adopted recognizing 
the necessity of general agreement by 
transportation men on the fundamen- 
tals of the relationship between high- 
way and rail transport facilities. To 
define these fundamentals a joint com- 
mittee was proposed, consisting of 
representatives from the Society of 
Automotive Engineers, the National 
Automobile Chamber of Commerce and 
the Railroad Motor Transport Con- 
ference. Ee ok 
Exception to the popular conception 
of the term co-ordination was taken by 
Prof. Lloyd Wilson of the Wharton 
School of Finance and Commerce, Phil- 
adelphia. There is no valid’ basis, his 
paper held, for the current belief that 
co-ordination involves the ownership or 
domination of the motor by the older 
instrumentalities of transportation—the 
steam and electric rail lines. : 
Practical features of bus operation 
were outlined by Arthur P. Russell, 
president New England Transportation 
Company. In working out its policy 
of protecting the passenger business of 
the New York, New Haven & Hartford 
Railroad, the bus business has been 
built up until the present total of rail- 
bus traffic equals that carried on the 


rails in 1923 plus the normal expecta- 
tion of increase. Mr. Russell said that 
about 265,000 passengers were now 
being carried each month, and 475,000 
bus-miles operated. The cost of opera- 
tion averages 29 to 30 cents a mile for 
the first nine months of this year. For 
maintenance about 10 cents a mile is 
spent, and for tires, 1.5 cents a mile. 
Fuel consumption is 5.7 miles to the 
gallon, and 56 miles is obtained to the 
quart of oil. These figures are for a 
fleet of 168 buses, all parlor cars ex- 
cept 27, which are semi-de luxe type. 

The development of motor transport 
was compared with that of the steam 
railroads in the main banquet address, 
made by Prof. W. J. Cunningham, now 
of the Harvard School of Business Ad- 
ministration, but formerly an active 
railroad official. He urged as an essen- 
tial of co-ordination a statesmanlike 
attitude by both autémotive and rail 
groups, with a subordination of their 
private interest to those of the public. 
The competition of the motor vehicle 
was a healthy tonic, which has led the 
railroads to improve their service and 
equipment. Professor Cunningham said 
the bus operation of the Boston & 
Maine, New York, New Haven & Hart- 
ford, and the Great Northern Railroads 
was a move in the right direction. He 
believed the rails should take over bus 
service in their territory, under wise 
regulation. 

Control of interstate motor carriers 
was discussed by Hon. David I. Walsh, 
recently elected to the United States 
Senate from Massachusetts. If con- 
vinced of its necessity, he promised to 
work for fair legislation. He pledged 
himself to promote the extension of the 
federal highway system and to help in 
removing the 8 per cent excise tax on 
automobiles which has hung over from 
the recent war. 


974 


ELECTRIC RAILWAY JOURNAL 


Vol. 68, No. 22 


Standardization on one type of bus 
for each class of service was recom- 
mended in a paper by G. T. Seeley, gen- 
eral manager Chicago Motor Coach 
Company, which in his absence was 
presented by F. C. Horner of the Gen- 
eral Motors Corporation. Non-stand- 
ardization has a far-reaching effect, 
according to Mr. Seeley’s paper. Not 
only costs of maintenance and opera- 
tion, but efficiency of maintenance, effi- 
‘ciency in service rendered and passen- 
ger revenue are influenced when many 
different makes are used. In discussing 
this paper the possibilities of a small 
-bus, ten to fifteen passengers capacity, 
were brought out by C. D. Smith, gen- 
eral manager Beaver Valley Traction 
Company. This could be operated at 
an adequate fare to give private auto- 
mobile comfort and make _ house-to- 
house solicitation of passengers. Ed- 
ward F. Loomis, National Automobile 
Chamber of Commerce, disagreed with 
a statement by Mr. Seeley that at present 
there are few locations in which new 
bus installations can be made. There 
are many opportunities in the South as 
more good roads are built, also on 
routes where rail service is too expen- 
sive. Very few cities have given an 
intelligent trial to bus transportation 
and many more vehicles can be used as 
its place is better appreciated. 


New Officers for 
Pennsylvania Association 


T A MEETING of the executive com- 

mittee of the Pennsylvania Street 
Railway Association held in Philadel- 
phia on Nov. 19, the resignations of 
Frank Phillips as president and William 
Bell as vice-president were received and 
accepted. To fill the vacancies thus 
created new officers were elected, as 
follows: 

President, Jilson J. Coleman, vice- 
president and general manager Scran- 
ton Railway; vice-president, H. L. 
Mitchell, vice-president West Penn 
Railways; members of executive com- 
mittee, T. Fitzgerald, vice-president 
Pittsburgh Railways, and H. F. Dicke, 
vice-president Lehigh Valley Transit 
Company. 


Safety Council Elects Officers 


AY ORE than 5,000 people drawn 
from twenty industries attended 
the fifteenth annual congress of the 
National Safety Council, held in De- 
troit Oct. 25 to 29. The electric rail- 
way section was represented by a large 
delegation. Many constructive methods 
were suggested and plans for future 
activities formulated. The following 
men were elected to hold office in the 
electric railway section during the en- 
suing business year: 

Chairman, R. W. Emerson, vice-presi- 
dent general manager Cleveland Rail- 
way. 

First vice-chairman, in charge of 
motor bus operation, A. W. Koehler, 
superintendent of accident prevention 
the Milwaukee Electric Railway & 
Light Company. 

Second vice-chairman, in charge of 
interurban transportation problems, 
H. K. Bennett, safety manager United 
Electric Railways, Providence, R. I. 

Third vice-chairman, in charge of 


urban transportation problems, E. K. 
Eastham, safety director United Rail- 
ways of St. Louis, St. Louis, Mo. 


_ 


Secretary, J. J. Connors, safety direc- 
tor Georgia Railway & Power Com- 
pany, Atlanta, Ga. 


Cleveland Gets 1927 Convention 


American Electric Railway Association Executive Committee Votes 
Unanimously to Return to Cleveland—Adequate Car Exhibit 
Considered of Vital Importance to Industry 


Y UNANIMOUS vote, the execu- 

tive committee of the American 
Electric Railway Association decided to 
return to Cleveland for the 1927 con- 
vention, provided satisfactory arrange- 
ments can be made with the Cleveland 
convention committee. The date was 
fixed for the week of Oct. 3-7. This 
action followed a report made by H. B. 


Potter, chairman of the committee on 


convention location, after a careful 
study had been made of the facilities 
offered by Atlantic City and Cleveland. 

The advantages offered by Cleveland 
from the standpoint of insuring an ade- 
quate and representative car . exhibit 
were a large factor in this decision on 
convention location. The opinion was 
strongly expressed that a large and 
representative car exhibit is of utmost 
importance to the industry at this time 
and overshadows any other single ele- 
ment in determining the location for 
next year’s meeting. Both the execu- 
tive committee and the location com- 
mittee made their decision after a very 
exhaustive study of the situation. J. H. 
Alexander, president Cleveland Railway 
and also chairman of the Cleveland con- 
vention committee, was invited to ap- 
pear before the executive committee to 
explain the additional facilities that 
would be made available at Cleveland 
for the coming year. He explained 
that a new north wing is to be added to 
the Cleveland Auditorium. This will 
be an addition to the main auditorium 
building, and will be equipped with 
meeting rooms of various sizes, sufli- 
cient to handle all of the meetings dur- 
ing the convention. Entrance to this 
new wing will be by the grand staircase 
leading down from the arena floor so 
that exhibit space in the exhibit hall 
below will thereby be made more de- 
sirable. Construction of the new wing 
will permit taking the American Asso- 
ciation meeting room out of the west 
wing, where the bus exhibit was held. 
It is also expected that the west wing 
itself will be further enlarged. 


New Hore BUILDINGS TO BE AVAILABLE 


Three new hotel buildings are ex- 
pected to be available before next Octo- 
ber. These consist of an addition to 
the Hollenden, and the new Allerton 
and Auditorium Hotels. The latter 
will be located directly across the street 
from the Public Auditorium. Arrange- 
ments have also been made by the 
Cleveland convention committee to pro- 
vide improved telephone facilities and 
a more satisfactory arrangement for 
hotel rocm reservations than was car- 
ried out this year. 

Lack of proper facilities for ade- 


quately displaying electric railway cars 
at Atlantic City was one of the condi- 
tions which militated against that loca- 
tion for the next convention. 

President Sawyer announced for the 
Charles A. Coffin prize committee that 
the award will be continued for 1927 
and details of the competition an- 
nounced at an early date. He reported 
a strong desire on the part of the com- 
mittee in favor of recognition of more 
than one company by the Coffin award. 
The American Electric Railway Asso- 
ciation committee is to meet with a sim- 
ilar committee of the National Electric 
Light Association and. representatives 
of the Coffin Foundation to discuss 
this subject. The executive committee 
adopted a motion recommending that 
recognition be extended to more than 
one company in future contests. 

J. N. Shannahan, national councillor 
representing the association on the 
United States Chamber of Commerce, 
strongly recommended an affirmative 
vote by the association on the various 
questions in Referendum No. 49 of the 
United States chamber on its taxation 
program. The secretary was instructed 
to communicate with electric railway 
member companies to urge that they 
use their influence in local chambers 
of commerce to assure affirmative votes 
on the questions in this referendum. 


MANAGEMENT AND OPERATION COMMIT- 
TEE TO BROADEN FUNCTIONS 


A letter from George H. Clifford re- 
garding the work of the committee on 
management and operation was dis- 
cussed. Mr. Clifford made certain sug- 
gestions for broadening the scope of 
this committee’s activities, which re- 
ceived the hearty approval of the execu- 
tive committee. It was decided to re- 
quest Mr. Clifford to present his ideas 
personally to the Advisory Council at 
its next meeting in order that the co- 
operation of that body may be enlisted 
in working out the program suggested. 

Leslie Vickers, reporting on the sub- 
ject of taxation, announced that this 
committee is scheduled to hold a meet- 
ing on Dec. 10 at association head- 
quarters. An advisory group of 40 
members has been appointed to main- 
tain contact with the progress of taxa- 
tion legislation in various states. Mr. 
Vickers pointed out that local and state 
taxation are the primary points of 
attack for the committee since national 
taxation is a minor element in the 
load carried by electric railways. Mr 
Vickers also gave a brief outline of the 
activities of the National Association 
of Manufacturers, which held a meeting 
recently in Washington to organize a 
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program for placing the subject of cor- 
poration tax relief before the ways and 

means committee in the coming session 
of Congress. 


MANUFACTURERS PLAN BROADER 
CO-OPERATION 


For the committee on co-operation 
of manufacturers, M. B. Lambert, vice- 
chairman, reported in the absence of 
Mr. Wickwire. Tentative plans con- 
template broadening the scope of this 
committee’s activities to include promo- 
tion of the development of electric rail- 
way cars and the stimulation of interest 
on the part of the industry in the ad- 
vantages of modernized equipment. The 
committee also plans broadening its 
work so’ as to reflect more clearly the 
collective views of the manufacturers 
as a whole regarding current subjects 
before the industry. 

Although the personnel of all com- 
mittees has not been completed, a list 

of chairmen of the principal American 
Association committees was announced. 


The list, together with the tentative 
committee personnel of American and 
affiliated associations, is published later 
on this and following pages. 

The next meeting was set for Friday 
afternoon, Feb. 4, in Toledo, Ohio, at 
the time of the annual meeting of the 
Central Electric Railway Association. 
Those present at the meeting included 
the following members and guests: 

President, W. H. Sawyer, J. P. 
Barnes, J. H. Hanna, Barron Collier, 
E. P. Waller, M. B. Lambert, T. W. 
Casey, L. E. Lippitt, C. B. Proctor, 
H. L. Brown, S. J. Cotsworth, E. B. 
Meissner, G. A. Richardson, C. E. Mor- 
gan, B. A. Hegeman, Jr., Harry Reid, 
Thomas Finigan, C. R. Ellicott, T. A. 
Kenney, Edward Dana (representing 
J. V. Sullivan), J. W. Welsh, C. L. 
Henry, C. D. Emmons, J. N. Shannahan, 
F. R. Coates, J. H. Alexander, Thomas 
Langan, Charles Gordon, H. B. Potter, 

. V. Bozell, Leslie Vickers, F. C. J. 
Dell, G. C. Hecker; J. W. Colton, Labert 
St. Clair. 


Committee Appointments Announced 


American and Affiliated Associations Make Selections for Handling 
the Work During Coming Year—Additional Appointments 
‘ Will Be Announced Later 


RGANIZATION of committees of 
: American Electric Railway Asso- 
ciation and the affiliated Accountants’, 
Claims, Engineering and Transporta- 
tion & Traffic Associations is progress- 
ing rapidly. The Engineering Asso- 
ciation committees are virtually all 
completed, save for a few acceptances 
which have not yet been received. 
Several of the American Association 
committees are complete and have 
organized, while invitations for the 
remainder are still being sent out. The 
same is true of the other associations. 
A list of the committee members 
who have been chosen and who have 
accepted their appointments is given 
below. As indicated, in a number of 
instances additional appointments may 
be announced. More complete lists will 
published as the information becomes 
available. 


American Association 
CHARLES A. COFFIN PRIZE 


W. H. Sawyer, president American 
Electric Railway Association, care of 
East St. Louis & Suburban Railway, 
East St. Louis, Il., chairman. 

James H. McGraw, New York, N. Y. 

R. P. Stevens, New York, N. Y. 


CONVENTION LOCATION 


H. B. Potter, general manager 
United Railways & Electric Company, 
Baltimore, Md., chairman. 

C. E. Morgan, New York, N. Y. 

J. H. Alexander, Cleveland, Ohio. 

G. B. Anderson, Los Angeles, Cal. 

F. G. Buffe, Kansas City, Mo. 

G. H. Clifford, Houston, Tex. 

Edward Dana, Boston, Mass. 

B. J. Fallon, Chicago, Ill. 

._ H. B. Flowers, New Orleans, La. 

Charles Gordon, New York, N. Y. 

J. P. Griffin, Dallas, Tex. 

_ D. W. Harvey, Toronto, Ont. 
_ C.S. Hawley, Albany, Now 


A. L. Kasemeier, Winton Place, Ohio. 
H. J. Kenfield, Chicago, Il. 

G. L. Kippenberger, St. Louis, Mo. 
S. P. MeGough, Chicago, IIl. 

J. C. McQuiston, East Pittsburgh, Pa. 
A. L. Price, Mansfield, Ohio. 

A. J. Purinton, Atlantic City, N. J. 
J. A. Ritchie, Chicago, Ill. 

A. M. Robinson, Philadelphia, Pa. 
L. W. Shugg, Schenectady, N. Y. 
D. W. Snyder, Jr., Springfield, Il. 

S. B. Way, Milwaukee, Wis. 

E. A. West, Salt Lake City, Utah. 
Walter White, Cleveland, Ohio. 


CO-OPERATION WITH MANUFACTURERS 


E. F. Wickwire, vice-president Ohio 
Brass Company, Mansfield, Ohio, chair- 
man. 

M. B. Lambert, New York, N. Y., 
vice-chairman. 

W. H. Boyce, Pittsburgh, Pa. 

H. B. Doyle, New York, N. Y. 

. Kenfield, Chicago, Ill. 

. Meissner, St. Louis, Mo. 

. Rowland, New York, N. Y. 
. Sloan, New York, N. Y. 

. Stoll, New. York, N. Y. 

E. P. Waller, Schenectady, N. Y. 


CO-OPERATION WITH MoToR VEHICLE 
INDUSTRY 


Lucius S. Storrs, managing dieestne 
American Electric Railway Association, 
New York, N. Y., chairman. 

R. P. Stevens, New York, N. Y., 
chairman. 

A. W. Brady, Anderson, Ind. 

C. D. Emmons, Baltimore, Md. 

E. W. Wakelee, Newark, N. J. 


CO-OPERATION WITH STATE AND 
SECTIONAL ASSOCIATIONS 

F. R. Coates, Henry L. Doherty & 
Company, New York., N. Y., chairman. 

Complete personnel to be announced later. 

DEPRECIATION 

J. H. Hanna, president Capital Trac- 
tion Company, Washington, D. C., 
chairman. 


PINS © bd if 
TO et 


vice- 


L. R. Nash, Boston, vice- 
chairman. 

A. W. Brady, Anderson, Ind. 

William Chamberlain, Cedar Rapids, 
Towa. 

F. W. Doolittle, New York, N. Y. 

W. F. Ham, Washington, D. C. 

A. §. Richey, Worcester, Mass. 

C. E. Thompson, Highwood, Il. 


EDUCATION 


Mass., 


Edward Dana, general. manager 
Boston Elevated Railway, Boston, 
Mass., chairman. 

J. S. Hyatt, Chicago, Ill., vice- 


chairman. 
H. H. Adams, Chicago, IIl. 
G. B. Anderson, Los Angeles, Cal. 
A. H. Armstrong, Schenectady, N. Y. 
W. H. Boyce, Pittsburgh, Pa. 
W. H. Burke, Fort Worth, Tex. 
J. A. Dewhurst, New York, N. Y. 
M. B. Lambert, New York, N. Y. 
R. J. Lockwood, St. Louis, Mo. 
M. McCants, San Francisco, Cal. 
F. H. Miller, Louisville, Ky. 
H. H. Norris, Boston, Mass. 
A. J. Rowland, Milwaukee, Wis. 


FINANCE* 


C. E. Morgan, vice-president and 
general manager Brooklyn City Rail- 
road, Brooklyn, N. Y., chairman. 

B. A. Hegeman, Jr., New York, 
N. Y., vice-chairman. 

F. W. Doolittle, New gee iy R's 

T. A. Kenney, New York, N. Y. 


*Personnel not complete. 
HOOVER CONFERENCE 


J. P. Barnes, president Louisville 
Railway, Chairman. 

Complete personnel to be announced later. 

INSURANCE* 

P. E. Wilson, vice-president and 
secretary Cleveland Railway, Cleve- 
land, Ohio, chairman. 

H. B. Potter, Baltimore, Md., vice- 
chairman. 

O. H. Bernd, Des Moines, Iowa. 

Blinn, Akron, Ohio. 

Bourne, New York, N. Y. 
Brown, Napa, Cal. 

. Campbell, Chattanooga, Tenn. 
. Daniels, Boston, Mass. 

- Hamilton, Chicago, Il. 
Knox, New Haven, Conn. 
Miller, Louisville, Ky. 
Moran, Boston, Mass. 

. Paterson, New Orleans, La. 
. Tomes, Philadelphia, Pa. 

. z: Petura, New York, N. Y. 

. A. West, ‘Salt Lake City, Utah. 


ersonnel not complete. 
MANAGEMENT AND OPERATION 

G. H. Clifford, Southwestern district 
manager Stone & Webster, Houston, 
Tex., chairman. 

Complete personnel to be announced later. 


MEMBERSHIP 


> 
SI 


j Hamp tsh zg 
SM og FO fe bat oy Bd 


C. R. Ellicott, Eastern manager 
Westinghouse Traction Brake Com- 
pany, New York, N. Y., chairman. 

Complete personnel to be announced later. 


Motor Bus DEPRECIATION 


L. H. Palmer, vice-president and 
general manager Fifth Avenue Coach 
Company, New York, N. Y., chairman. 

R. H. Pinkley, Milwaukee, Wis., vice- 
chairman. 

M. W. Glover, Pittsburgh, Pa. 

Fo: Horner, New York, N. Y. 
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H. A. Johnson, Chicago, Ill. 
I. A. May, New Haven, Conn. 
G. H. Scragg, New York, N. Y. 


Motor VEHICLE INFORMATION 


R. P. Stevens, president Penn-Ohio 
Edison Company, New York, N. Y., 
chairman. 

H. Alexander, Cleveland, Ohio. 
H. Beck, New York, N. Y. 

. R. Boylan, Newark, N. J. 

. C. Bradley, Richmond, Va. 

G. Buffe, Kansas City, Mo. 

. B. Flowers, New Orleans, La. 
. B. Lambert, New York, N. Y. 

W. Pontius, Los Angeles, Cal. 
Harry Reid, Indianapolis, Ind. 

W. B. Tuttle, San Antonio, Tex. 
E. P. Waller, Schenectady, N. Y. 
S. B. Way, Milwaukee, Wis. 


NATIONAL RELATIONS 


Vette Os 


Harry Reid, president Interstate 
Public Service Company, Indianapolis, 
Ind., chairman. 

Frank Karr, Los Angeles, Cal., vice- 
chairman. 

R. R. Bradley, Chicago, Ill. 

A. W. Brady, Anderson, Ind. 

C. D. Cass, Waterloo, Iowa. 

G. H. Clifford, Houston, Tex. 

Thomas Finigan, Chicago, IIl. 

J. H. Hanna, Washington, D. C. 

G. H. Harries, Chicago, IIl. 

C. L. Henry, Indianapolis, Ind. 

L. R. Nash, Boston, Mass. 

Frank Silliman, Jr., New York, N. Y. 

D. W. Snyder, Jr., Springfield, Ill. 

F. H. Wilson, Cleveland, Ohio. 


POLICY 


R. P. Stevens, president Penn-Ohio 
Edison Company, New York, N. Y., 
chairman. 

J. P. Barnes, Louisville, Ky., vice- 
chairman. 

H. L. Brown, Mansfield, Ohio. 

C. R. Ellicott, New York, N. Y. 

L. H. Palmer, New York, N. Y. 

J. N. Shannahan, Newport News, Va. 


PUBLICITY* 


Paul Shoup, president Pacific Elec- 
tric Railway, San Francisco, Cal., 
chairman. 

Barron Collier, New York, N. Y., 
vice-chairman. 

E. J. Dickson, Providence, R. I. 

Robert Dougan, Washington, D. C. 

C. S. McCalla, Youngstown, Ohio. 

M. P. Rice, Schenectady, N. Y. 

A. C. Watt, New York, N. Y. 

E. F. Wickwire, Mansfield, Ohio. 


*Personnel not complete. 


PUBLIC SPEAKING 
Complete personnel to be announced later. 


PUBLICATIONS 


J. H. Hanna, president Capital Trac- 
tion Company, Washington, D. C., 
chairman. 

Complete personnel to be announced later. 


RAPID TRANSIT 


G. A. Richardson, vice-president and 
general manager Chicago Surface 
Lines, Chicago, IIl., chairman. 

J. H. Alexander, Cleveland, Ohio, 
vice-chairman. 

H. L. Andrews, Schenectady, N. Y. 

W. B. Bennett, St. Louis, Mo. 

Edward Dana, Boston; Mass. 

J. S. Doyle, New York, N. Y. 

S. E. Emmons, Baltimore, Md. 

H. E. Ehlers, Philadelphia, Pa. 

B. J. Fallon, Chicago, Ill. 


Thomas Fitzgerald, Pittsburgh, Pa. 
R. F. Kelker, Jr., Chicago, Ill. 

E. J. Mellraith, Chicago, Ill. 

W. S. Menden, Brooklyn, N. Y. 

D. W. Pontius, Los Angeles, Cal. 
F. H. Shepard, New York, N. Y. 
C. E. Smith, St. Louis, Mo. 

D. L. Turner, New York, N. Y. 
James Walker, Chicago, Ill. 


REVISION OF CONSTITUTION AND 
By-LAws 


C. D. Emmons, president United 
Railways & Electric Company, Balti- 
more, Md., chairman. 

J. H. McGraw, New York, N. Y., 
vice-chairman. 

J. G. Barry, Schenectady, N. Y. 

H. V. Bozell, New York, N. Y. 

H. L. Brown, Mansfield, Ohio. 

H. C. Clark, Newark, N. J. 

F. W. Doolittle, New York, N. Y. 

J. E. Hutcheson, Montreal, Que. 

M. B. Lambert, New York, N. Y. 

E. B. Meissner, St. Louis, Mo. 

L. H. Palmer, New York, N. Y. 

Harry Reid, Indianapolis, Ind. 

G. A. Richardson, Chicago, Ill. 

Paul Shoup, San Francisco, Cal. 

R. P. Stevens, New York, N. Y. 


SUBJECTS AND MEETINGS 


H. L. Brown, secretary the Ohio 
Brass Company, Mansfield, Ohio, chair- 
man. : 

Complete personnel to be announced later. 


TAXATION 


A. T. Davison, general counsel Third 
Avenue Railway System, New York, 
N. Y., chairman. 

E. W. Wakelee, Newark, N. J., vice- 
chairman. 

C. H. Allen, Chicago, III. 

H. L. Geisse, Wausau, Wis. 

J. P. Griffin, Dallas, Tex. 

W. A. Jackson, Milwaukee, Wis. 

D. J. Hennessey, Pittsburgh, Pa. 

H. A. Mitchell, Oakland, Cal. 

L. R. Nash, Boston, Mass. 

B. J. Strouse, Minneapolis, Minn. 

Cc. L. S. Tingley, New York, N. Y. 

A. C. Watt, New York, N. Y. 

P. E. Wilson, Cleveland, Ohio. 


Representatives of the Association 
on Other National Organizations . 
AMERICAN COMMITTEE ON INDUCTIVE 

CO-ORDINATION 
R. P. Stevens, president Penn-Ohio 

Edison Company, New York, N. Y., 

chairman. 

Complete personnel to be announced later. 
NATIONAL INDUSTRIAL CONFERENCE 
BOARD 


F. R. Coates, Henry L. Doherty & 
Company, New York, N. Y 


J. N. Shannahan, care of Old 
Dominion Land Company, Newport 
News, Va. 


UNITED STATES CHAMBER OF COMMERCE 
J. N. Shannahan, care of Old 
Dominion Land Company, Newport 
News, Va., national councillor. 
J. H. Hanna, president the Capital 
Traction Company, Washington, D. C., 
substitute national councillor. 


Accountants’ Association 


Complete personnel of all committees in 
this association to be announced later. 


Bus ACCOUNTING 
M. W. Glover, general auditor West 


Penn Railways, Pittsburgh, Pa., chair- 
man. 
CONVENTION PROGRAM 


E. H. Reed, auditor Brooklyn City 
Railroad, Brooklyn, N. Y., chairman. 


ENGINEERING ACCOUNTING 


T. B. McRae, general auditor Chi- 
cago, North Shore & Milwaukee Rail- 
road, Highwood, IIl., co-chairman. 


FARE COLLECTION 


E. A. Tuson, general auditor Public 
Service Railway, Newark, N. J., chair- 
man. 

FREIGHT ACCOUNTING 


O. H. Bernd, secretary Des Moines 
City Railway, Des Moines, Iowa, chair- 
man. 

REVIEW OF PROCEEDINGS 


J. E. Heberle, secretary Capital Trac- 
tion Company, Washington, D. C., 
chairman. 


STANDARD CLASSIFICATION OF ACCOUNTS 


M. W. Glover, general auditor West 
Penn Railways, Pittsburgh, Pa., chair- 
man. 

STORES ACCOUNTING 


Claims Association 
BONUS AND AWARD SYSTEM 


G. T. Hellmuth, general claims at- 
torney Chicago, North Shore & Mil- 
waukee Railroad, Chicago, Ill., chair- 
man. 

B. D. Haskins, Chattanooga, Tenn. 

A. W. Koehler, Milwaukee, Wis. 


MEDICAL AND SURGICAL WORK 


Personnel of this committee to be an- 


nounced later. 
EMPLOYMENT 


Personnel of this committee to be 
nounced later. 
JOINT COMMITTEE ON TRAFFIC 
AND SAFETY* 


H. K. Bennett, safety manager 
United Electric Railways, Providence, 
R. I., co-chairman. 

Seth Baldwin, New Haven, Conn. 

A. G. Jack, Wilmington, Del. 

V. T. Noonan, Chicago, II. 

E. J. Paige, Baltimore, Md. 

J. J. Reynolds, Boston, Mass. 

J. J. Sharkey, Rochester, N. Y. 

R. A. Sears, Boston, Mass., sponsor. 

*Personnel not complete. 


an- 


Engineering Association 
ENGINEERING SYMBOLS 


Co-operate with association’s representa- 
tives on thé A.E.S.C. sectional committee on 
engineering symbols and abbreviations, 

H. W. Codding, assistant engineer 
Public Service Production Company, 
Newark, N. J., chairman. 

G. H. Haldeman, Newark, N. J. 

J. D. Kent, New York, N. Y. 

W. J. Quinn, New York, N. Y. 

C. W. Squier, New York, N. Y. 


PURCHASES AND STORES 


1. Review existing purchases and stores 
sections of the Manual for revisions and 
corrections. 

2. Continue study of and make recom- 
mendations regarding the disposal of unused 
inactive material. 

3. Make a further study of routine meth- 
ods to be followed in the purchases and 
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‘stores departments recommending that a 


report be made on a uniform method of 
distributing materials by supply trains or 
trucks. 

4. Recommend that a uniform practice of 
testing or inspecting materials be adopted 
by testing or inspecting materials on re- 
ceipt or at factory. 

J. Fleming, assistant secretary and 
purchasing agent the Capital Traction 
Company, Washington, D. C., chair- 
man. 

J. Y. Bayliss, Richmond, Va. 

A. 8. Duncan, East Pittsburgh, Pa. 
L. Fischer, Cincinnati, Ohio. 

W. Forkner, Mansfield, Ohio. 
E. Hatton, Pittsburgh, Pa. 
A. Jordan, Atlanta, Ga. 

F. McCall, Highwood, IIl. 
H. McGarry, Boston, Mass. 

. A. Ordway, Boston, Mass. 

. E. Scott, Philadelphia, Pa. 

Thorburn, Los Angeles, Cal. 

. J. Walker, Schenectady, N. Y. 
. V. C. See, Akron, Ohio, sponsor. 


POWER TRANSMISSION AND 
DISTRIBUTION 


1. Review existing Manual sections; in 
particular keep in touch with the work of 
the A.E.S.C. sectional committees on the 
National Electrical Safety Code and on 
overhead line materials. 

2. Continue the study of specifications for 
material for catenary construction, 

3. Continue study of trolley wire wear 
and breaks. 

_ 4. Continue to confer with the A.S.T.M. 
in an effort to improve the specification for 
bronze #rolley wire. 

5. Continue the 
interference. 

6. Continue the study of 
ordination. 

7. Study the proper design of the distri- 
bution layout for automatic substations. 

_8. Consider the advisability and possi- 
bility of establishing a standard by which 
various methods of operating and main- 
taining overhead lines may be compared. 

9. Study subject of standardization of 
trolley wire reels. 


F. MeVittie, electrical engineer New 
York State Railways, Rochester, N. Y., 
chairman. 

J. W. Allen, Boston, Mass. 

S. H. Anderson, Los Angeles, Cal. 

W. H. Bassett, Waterbury, Conn. 

M. W. Cooke, Pittsburgh, Pa. 

H. Drew, Mansfield, Ohio. 

. D. Ewing, Lafayette, Ind. 

. L. Hancock, New York, N. Y. 
S. Hertz, New York, N. Y. 

. J. Keith, Des Moines, Iowa. 
. J. Klatte, Chicago, Ill. 

ohn Leisenring, Springfield, Il. 

H. S. Murphy, Philadelphia, Pa. 

J. F. Neild, Toronto, Ont. 

W. J. Quinn, New York, N. Y. 

M. B. Rosevear, Camden, N. J. 

W. Schaake, East Pittsburgh, Pa. 

A. Schlesinger, Indianapolis, Ind. 

D. L. Smith, Chicago, Il. 

R. E. Wade, Schenectady, N. Y. 

G. F. Wennagel, Baltimore, Md. 

C. H. Jones, Michigan City, Ind., 
sponsor. 


HEAVY ELECTRIC TRACTION 


1. Review existing Manual sections. 2 

2. Continue study of track and third rail 
bonds. 

3. Bibliography of heavy electric traction 
and electrification data; bring up to date 
if publication is approved. 

4. Continue study and collection of data 
on branch line electrification and self-pro- 
pelled cars, p , 

5. Continue study of train operation with 
particular reference to articulated trains. 

6. Study train make-up and_ terminal 
switching with multiple-unit cars. 


H. F. Brown, assistant electrical 
engineer New York, New Haven & 
Hartford Railroad, New Haven, Conn., 
chairman. 
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A. H. Armstrong, Schenectady, N. Y. 

J. M. Bosenbury, Springfield, IIL, 
vice-chairman. 

Morris Buck, New York, N. Y. 

H. W. Cope, East Pittsburgh, Pa. 


A. H. Daus, Chicago, Ill. 

J. C. Davidson, Schenectady, N. Y. 
J. H. Davis, Baltimore, Md. 

J. V. B. Duer, Altoona, Pa. 

J. T. Hamilton, New York, N. Y. 
E. C. Johnson, Los Angeles, Cal. 

J. O. Madison, New York, N. Y. 

M. W. Manz, Mansfield, Ohio. 

L. S. Wells, New York, N. Y. 

A. H. Woollen, Chicago, Ill. 

F. H. Miller, Louisville, Ky., sponsor. 


ENGINEERING ACCOUNTING 


Review the standard classification of ac- 
counts for electric railways and make such 
suggestions for changes as seem desirable 
to the committee on standard classification 
of accounts of the Accountants’ Association. 

E. D. Dreyfus, advisory engineer 
West Penn Railways, Pittsburgh, Pa., 
chairman. 

E. J. Dickson, Providence, R. I. 

C. R. Harte, New Haven, Conn. 

R. B. Rifenberick, Detroit, Mich. 


UNIFICATION OF CAR DESIGN 


Study report of committee on essential 
features of modern cars and review com- 
ments on that report with the view of con- 
tinuing the work of that committee. 

H. H. Adams, superintendent of 
shops and equipment Chicago Surface 


Lines, Chicago, Ill., chairman. 
Complete personnel of this committee to 
be announced later. 


Woop PRESERVATION 


1. Review existing Manual 
revision and correction. 

2. Study of treatment of poles and tim- 
ber in place, 

3. Study actual economies obtained by 
operating utilities through the use of 
treated timbers, 

4. Study methods and f6rms of keeping 
continuous records of treated timber. 

5. Study wood preservatives other than 
creosote and zine chloride. 

C. A. Smith, superintendent of road- 
way, Georgia Railway & Power Com- 
pany, Atlanta, Ga., chairman. 

M. J. Curtin, Charlestown, Mass. 

T. H. David, Indianapolis, Ind. 

J. L. Fritsch, Pittsburgh, Pa. 

W. H. Fulweiler, Philadelphia, Pa. 

E. F. Hartmen, Kenilworth, N. J. 

W. L. Harwood, Springfield, Mass. 

L. P. Scanlan, Newark, N. J. 

F,. H. Swayze, New York, N. Y. 

A. P. Way, Philadelphia, Pa. 

R. H. White, Jr., Atlanta, Ga. 

W. F. Graves, Indianapolis, 
sponsor. 


POWER GENERATION AND CONVERSION 


1. Review existing Manual sections. 

2. Continue study of ventilation of auto- 
matic substations. 

3. Continue study of mercury are power 
rectifiers. 

4. Economical trolley potential to be sup- 
plied for congested districts of urban sys- 
tems. 

W. E. Bryan, superintendent of 
power United Railways of St. Louis, 
St. Louis, Mo., chairman. 

C. E. Bennett, Atlanta, Ga. 

C. A. Butcher, East Pittsburgh, Pa. 

H. W. Codding, Newark, N. J. 

H. A. Kidder, New York, N. Y. 

N. R. Love, Denver, Col. 

H. W. McRobbie, Connellsville, Pa. 

F. W. Peters, Schenectady, N. Y. 

W.S. Richhart, Fort Wayne, Ind. 

G. W. Saathoff, New York, N. Y. 

L. J. Turley, Los Angeles, Cal. 
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Weber, Boston, Mass. 
Winans, New York, N. Y. 
Wright, Chicago, Ill. 

Bale, Cleveland, Ohio, sponsor, 


ENGINEERING MANUAL 


R. H. Dalgleish, chief engineer the 
Capital Traction Company, Washing- 
ton, D. C., chairman. 

W. F. Graves, Indianapolis, Ind. 

C. H. Jones, Michigan City, Ind. 

F. H. Miller, Louisville, Ky. 


SUBJECTS 


F. H. Miller, vice-president and gen- 
eral manager Louisville Railway, Louis- 
ville, Ky., chairman. 

Morris Buck, New York, N. Y. 

W. F. Graves, Indianapolis, Ind. 

C. H. Jones, Michigan City, Ind. 

P. V. C. See, Akron, Ohio. 


REVISION OF RULES AND PROCEDURE 


A special committee on the revision of 
rules for the preparation of committee re- 
ports and specifications and also the pro- 
cedure for the adoption of standards. 

F. H. Miller, vice-president and gen- 
eral manager Louisville Railway, Louis- 
ville, Ky., chairman. f 

L. D. Bale, Cleveland, Ohio. 

P. V. C. See, Akron, Ohio. 

H. H. George, Newark, N. J. 

A. T. Clark, Baltimore, Md. 


STANDARDS 


This committee will pass on standards 
proposed by committees other thdn those in 
the equipment division and the way and 
structures division, which are passed on by 
the standing committees on those subjects. 

C. R. Harte, construction engineer 
the Connecticut Company, New Haven, 
Conn., chairman. 

. Bale, Cleveland, Ohio. 

. Beck, Mansfield, Ohio. 

. Datz, St. Louis, Mo. 

. Davis, Schenectady, N. Y. 

. Hanker, East Pittsburgh, Pa. 
. Jones, Michigan City, Ind. 
Keen, New York, N. Y. 

. Rosevear, Camden, N. J. 
Waldron, New York, N. Y. 
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Rolling Stock Division 
STANDING COMMITTEE 


A. T. Clark, superintendent rolling 
stock and shops United Railways & 
Electric Company of Baltimore, Balti- 
more, Md., chairman. 

J. A. Brooks, Philadelphia, Pa. 

W. W. Brown, Brooklyn, N. Y. 

RevSo Bully erttsbureha bay 
chairman. 

M. R. Hanna, Schenectady, N. Y. 

J. M. Hipple, East Pittsburgh, Pa. 

J. S. McWhirter, New York, N. Y. 

A. D. McWhorter, Memphis, Tenn. 

T. H. Nicholl, Anderson, Ind. 

R. B. Smyth, Boston, Mass. 

W. G. Stuck, Lexington, Ky. 

H. S. Williams, Detroit, Mich. 


1—MANUAL REVIEW 


Review existing Manual sections on roll- 
ing stock for revision and correction, 

C. W. Squier, associate editor ELEC- 
TRIC RAILWAY JOURNAL, New York, 
N. Y., chairman. 

W. S. Adams, Philadelphia, Pa. 

T. H. Nicholl, Anderson, Ind. 

H. S. Williams, Detroit, Mich. 


2—MotTor CoAcHEs* 


1, Continue study of motor coach design 
and consider motor coach standardization. 
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2. Investigate maintenance methods and 
inspection schedules in motor coach opera- 
tion. 

V. W. Berry, assistant general man- 
ager of railways Virginia Electric & 
Power Company, Richmond, Va., chair- 
man. 

H. L. Debbink, Milwaukee, Wis. 

W. D. Downey, Philadelphia, Pa. 

C. W. Stocks, New York, N. Y. 


*Personnel not complete. 
3—CaR EQUIPMENT 


Continue study of car equipment with 
special reference to appearance, comfort 
and convenience. 

H. S. Williams, assistant superin- 
tendent of equipment Department of 
Street Railways, Detroit, Mich., chair- 
man. 

O. H. Basquin, Chicago, Ill. 

J. A. Dewhurst, New York, N. Y. 

F. J. Foote, Springfield, Ohio. 

H. J. Jonas, Cincinnati, Ohio. 

G. L. Kippenberger, St. Louis, Mo. 

C. R. McMahon, Des Moines, Iowa. 

W. R. McRae, Toronto, Ont. 


4—LIGHTING 


Continue study of car lighting. 


R. W. Cost, Illumination Bureau, 
Westinghouse Lamp Company, New 
York, N. Y., chairman. 

A. L. Broe, Harrison, N. J. 

W. W. Brown, Brooklyn, N. Y. 

H. F. Deininger, Philadelphia, Pa. 

H. A. Otis, Chicago, Ill. 

J. P. Staples, Charleroi, Pa. 


5—BEARINGS* 


Study results being obtained with roller 
bearings for journals. 

W. C. Bolt, superintendent rolling 
stock and shops Eastern Massachu- 
setts Street Railway, Chelsea, Mass., 
chairman. 

V. N. DeLamater, Newark, N. J. 

E. M. Lunda, Grand Rapids, Mich. 

W. C. Sanders, Canton, Ohio. 


*Personnel not complete. 


6—LUBRICATION 


Study methods of gear lubrication. 


W. G. Stuck, superintendent of 
equipment Kentucky Traction & Ter- 
minal Company, Lexington, Ky., chair- 
man. 

A. A. Green, New York, N. Y. 

L. W. Jacques, East St. Louis, Ill. 

J. F. Lamb, New York, N. Y. 

J. H. Lucas, Milwaukee, Wis. 


7—AIR COMPRESSORS 


Investigate suction 


compressors, 

J. C. McCune, assistant director of 
engineering, Westinghouse Air Brake 
Company, New York, N. Y., chairman. 

C. A. Ives, Erie, Pa. 

A. F. Rexroth, Harrisburg, Pa. 

P. J. Wood, Erie, Pa. 


strainers for air 


8—MotTor BRUSHES 


Investigate side 
ventilated motors. 


R. <A.. Hutchins, General Electric 
Company, Schenectady, N. Y., chair- 
man. 

F. T. McCann, Syracuse, N. Y. 

F. W. McCloskey, East Pittsburgh, 
Pa. 

R. D. Voshall, Washington, D. C. 
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9—NOISE REDUCTION 


Continue study of reduction of noise in 
car operation. “ 

H. S. Williams, assistant superin- 
tendent of equipment Department of 
Street Railways, Detroit, Mich., chair- 
man. 
Bethel, East Pittsburgh, Pa. 
J. Davis, Brooklyn, N. Y. 

J. Ellis, Winton Place, Ohio. 
. Guynes, Schenectady, N. Y. 
L. Hinman, Philadelphia, Pa. 
H. Minary, Louisville, Ky. 
M. O’Brien, New Orleans, La. 
. L. Rogers, Cincinnati, Ohio. 


10—GEAR 
Study helical and spur gearing including 
long and short addendum teeth together 
with the entire subject of gearing. 
Personnel of this committee will be an- 
nounced later. 
11—CURRENT COLLECTING DEVICES 


Study overhead collecting devices and 
recommend standards for trolley wheels. 
of 


Hugh Savage, superintendent 
equipment the Brooklyn City Railroad, 
Brooklyn, N. Y., chairman. 

W. C. Klein, Allentown, Pa. 

H. S. Murphy, Philadelphia, Pa. 

D. L. Smith, Chicago, IIl. 


Way and Structures Division 
STANDING COMMITTEE 


H. H. George, assistant to chief en- 
gineer Public Service Production Com- 
pany, Newark, N. J., chairman. 

C. A. Alden, Steelton, Pa. 

E. B. Entwistle, Johnstown, Pa. 

W. G. Hulbert. Easton, Pa. 

J. R. McKay, Fort Wayne, Ind. 

E. J. Mellraith, Chicago, Il. 

H. F. Merker, Brooklyn, N. Y. 

EK. M. T. Ryder, New York, N. Y., 
vice-chairman. 

C. A. Smith, Atlanta, Ga. 

A. T. Spencer, Toronto, Ont. 

H. M. Steward, Boston, Mass, 

W. W. Wysor, Baltimore, Md. 


1—MANUAL REVIEW 


Review existing Manual sections on way 
and structures for revision and correction. 


W. R. Dunham, Jr., executive engi- 
neer Department of Street Railways, 
Detroit, Mich., chairman. 

D. J. Graham, Youngstown, Ohio. 

J. S. Mahan, Chicago, Ill. 

D. H. Walker, Indianapolis, Ind. 

T. H. Davis, Indianapolis, Ind. 


2—SwitcH TONGUES AND HARD 
CENTERS 


1. Continue study of design of switch 
tongues and hard centers for special track- 
work. 

2. Co-operate with way and structures 
committee No. 5. 


E. M. T. Ryder, way engineer Third 
Avenue Railway, New York, N. Y., 
chairman. 

Cc. A. Alden, Steelton, Pa. 

R. B. Fisher, Harvey, Ill. 

H. F. Heyl, Easton, Pa. 

G. A. Peabody, Cleveland, Ohio. 

W. W. Wysor, Baltimore, Md. 


38—RalILs 


Investigate relative advantages of T-in. 
and 9-in. girder rails for track construc- 
tion in paved streets. 


H. F. Merker, chief engineer way 
and structures Brooklyn City Railroad, 
Brooklyn, N. Y., chairman. 

J. U. Bragg, Baltimore, Md. 

G. H. Haldeman, Newark, N. J. 

R. M. Hannaford, Montreal, Que. 

E. S. Meyers, New Orleans, La. 


Masa sara 


J. F. Rodgers, Philadelphia, Pa. 
Oscar Williams, Pittsburgh, Pa. 


4—TRACK BALLAST AND DRAINAGE 


1. Study matter of type of ballast for 
track construction in paved streets to de- 
termine the relative advantages of each 
type with special conditions of sub-soil, car 
loadings, etc. 

2. Investigate the use of vitrified or tile 
pipe auxiliary drains in connection with 
track construction in paved streets. 


S. Clay Baker, engineer maintenance 
of way East St. Louis & Suburban 
Railway, East St. Louis, Ill., chairman. 

E. J. Archambault, Milwaukee, Wis. 

L. T. Botto, San Antonio, Tex. 

A. C. Eddy, Vancouver, B. C. 

C. L. Hawkins, St. Louis, Mo. 

J. H. Haylow, Memphis, Tenn. 


5—SPECIAL TRACK WORK 


1. Review specifications for castings in 
ironbound, hard center special trackwork, 
with a view to possible revision of require- 
ments for. depth of casting and general 
design. 

2. Co-operate with way 
committee No. 2. 

E. P. Roundey, engineer way and 
structures New York State Railways, 
Utica, N. Y., chairman. 

Cc. A. Alden, Steelton, Pa. 

J. U. Bragg, Baltimore, Md. 

E. B. Entwistle, Johnstown, Pa. 

W. G. Hulbert, Easton, Pa. 

M. M. Johnston, New Haven, Conn. 

D. R. Payne, Hoboken, N. J. 


* 6—ARC WELDING 


1. Study are welding processes for re- 
pairs to rails and manganese steel. _ 
2. Prepare welding wire specifications. 


Chester F. Gailor, consulting engi- 
neer, New York, N. Y., chairman. 

H. E. Bean, Syracuse, N. Y. 

H. H. Dartt, Scranton, Pa. 

A. L. Donnelly, New Haven, Conn. 

R. B. Fehr, Cleveland, Ohio. . 

E. L. Lockman, Boston, Mass. 

I. C. Newman, Norfolk, Va. 

W. M. Raiguel, Philadelphia, Pa. 

Jonathan Wolfe, Chicago, Ill. 


7—-ALLOY STEELS OTHER THAN 
MANGANESE 

Investigate the possibilities from the use 
of other alloy steels than manganese for 
special trackwork purposes. 

A. T. Spencer, assistant to general 
manager Toronto Transportation Com- 
mission, Toronto, Ont., chairman. 

R. B. Fehr, Cleveland, Ohio. 

F. G. Hibbard, Milwaukee, Wis. 

E. F. Kenney, Bethlehem, Pa. 

P. A. Kerwin, Detroit, Mich. 

B. P. Legare, San Francisco, Cal. 

R. H. Noderer, Johnstown, Pa. 

O. C. Rehfuss, Montreal, Que. 

F. B. Walker, Boston, Mass. 


8—PAVEMENT 


Study the effect of the increasing use of 
rubber-tired vehicles on the type of pave- 
ment required for track in paved streets 
to meet heavy vehicular traffic conditions. 

A. E. Harvey, superintendent way 
and structures Kansas City Public 
Service Company, Kansas City, Mo., 
chairman. 

N. R. Alexander, Chicago, Ill. 

C. W. Burke, Brooklyn, N. Y. 

W. O. Matthews, Denver, Col. 

J. M. Sundmaker, Cincinnati, Ohio. 

W. L. Wilson, Des Moines, Iowa. 


9—Bus GARAGE DESIGN 


1. Study the effect of garage design on 
insurance rates including such items as (a) 
types of heating plants; (b) design of in- 
spection pits; (c) gas, oil and water serv- 
icing facilities for buses; (d) floor drain- 
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age; (e) ventilation ; (f) fire extinguishing 
apparatus including automatic sprinklers. 

2. Study of door design. 

3. Study of maximum floor grades. 

4. Study of illumination, both natural 
and artificial. 

5. Study bus washing facilities. 

6. Study provisions for compressed air 


lines for inflating tires. 


J. R. McKay, chief engineer Indiana 
Service Corporation, Fort Wayne, Ind., 
chairman. 

A. J. Blackburn, Boston, Mass. 

G. H. Haldeman, Newark, N. J. 

Adrian Hughes, Jr., Baltimore, Md. 

L. F. Parlette, Philadelphia, Pa. 

W. W. Wise, New York, N. Y. 


10—CARHOUSE AND SHOP CON- 
STRUCTION AND WIRING 
4 Co-operate with the National Fire Pro- 
tection Association if any revision of the 
existing rules for carhouses or the formu- 
lation of a similar set of rules for car shops 
is undertaken by that association. 


H. E. Bachman, superintendent of 
distribution Public Service Railway, 
Newark, N. J., chairman. 

E. P. Goucher, Washington, D. C. 

J. D. Kent, New York, N. Y. 


11—TRACK CONSTRUCTION 


Co-operate with A.S.M.E, in the consid- 
eration of any changes in the track con- 
struction specifications which may be pro- 
posed by either organization. 


C. L. Hawkins, engineer way and 
structures United. Railways of St. 
Louis, St. Louis, Mo., chairman. 

W. R. Dunham, Jr., Detroit, Mich. 

H. H. George, Newark, N. J. 

E. M. T. Ryder, New York, N. Y. 

W. W. Wysor, Baltimore, Md. 


12—RAIL CorRUGATION 
Continue study of rail corrugation. 


W. W. Wysor, chief engineer United 
Railways & Electric Company, Balti- 
more, Md., chairman. 

H. Clark, Cleveland, Ohio. 

. B. Entwistle, Johnstown, Pa. 

. D. Ewing, Lafayette, Ind. 

. B. Fehr, Cleveland, Ohio. 

. F. Flowers, Findlay, Ohio. 

R. Kinnear, Toronto, Ont. 

J. Lavan, Cleveland, Ohio. 

. L. Lockman, Boston, Mass. 

. M. Nardini, Philadelphia, Pa. 
Ormondroyd, East Pittsburgh, Pa. 

H. J. Tippet, New Haven, Conn. 

C. L. Van Auken, Chicago, III. 

H. S. Williams, Detroit, Mich, vice- 
chairman. 


13—DESIGN OF JOINT RAILWAY AND 
Bus TERMINALS* 


Study design of joint railway and bus 
terminals. 


C. W. Gifford, general superintendent 
Gary Railways, Gary, Ind., chairman. 
E. D. Eckroad, Akron, Ohio. 


*Personnel not complete. 
14—LicHT SECTION RatL* 


Investigate need for a lighter section 
than the present 7-in. grooved girder rail. 


C. A. Alden, chief engineer frog and 
switch division Bethlehem Steel Com- 
pany, Bethlehem, Pa., chairman. 

C..G. Keen, New York, N. Y. 

*Personnel not complete. 

15—TRACK GAGE 

Prepare a design of gage for checking 
gage of track. 

C. H. Clark, engineer maintenance of 
way the Cleveland Railway, Cleveland, 
Ohio, chairman. 


Complete personnel of this committee to 
be announced later. 
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Transportation & Traffic 
Association 
SERVICE BETTERMENT* 


S. E. Emmons, assistant general 
manager United Railways & Electric 
Company of Baltimore, chairman. 

C. D. Smith, New Brighton, Pa., 
vice-chairman. 

F, J. Denney, Detroit, Mich. 

J. A. Dewhurst, New York, N. Y. 

C. H. Evenson, Chicago, IIl. 

W. J. Flickinger, New Haven, Conn. 

A. L. Hodges, Brooklyn, N. Y. 

EK. A. Palmer, East Pittsburgh, Pa. 

A. E. Potter, Providence, R. I. 

A. C. Spurr, Wheeling, W. Va. 

J. C. Thirlwall, Schenectady, N. Y. 

W. E. Thompson, New York, N. Y. 

G. B. Anderson, Los Angeles, Cal., 
sponsor. 

Edward Dana, Boston, Mass, sponsor. 

*Personnel not complete, 


Bus OPERATION 


R. N. Graham, manager of railways 
the Pennsylvania-Ohio Electric Com- 
pany, Youngstown, Ohio, chairman. 

E. D. Dreyfus, Pittsburgh, Pa. 

B. W. Arnold, Milwaukee, Wis., vice- 
chairman. 

C. H. Chapman, Waterbury, Conn. 

D. L. Fennell, Kansas City, Mo. 

S. W. Greenland, St. Louis, Mo. 

M. L. Harry, Decatur, Ill. 

Adrian Hughes, Jr., Baltimore, Md. 

D. A. Seanlan, Akron, Ohio. 

Alexander Shapiro, Washington, D. C. 

A. T. Warner, Newark, N. J. 

H. M. Bollum, Minneapolis, Minn. 

Thomas Noonan, Pittsburgh, Pa. 

J. L. Alexander, Houston, Tex. 

D. W. Harvey, Toronto, Ont. 

E. S. Pardoe, Washington, D. C. 

A. R. Myers, Erie, Pa., sponsor. 

P. E. Wilson, Cleveland, Ohio, 
sponsor. 


JOINT COMMITTEE ON TRAFFIC 
AND SAFETY 
Personnel of this committee to be an- 
nounced later. 
SUBJECTS AND PROGRAM 


W. F. Weh, superintendent accident 
department the Cleveland Railway, 
Cleveland, Ohio, chairman. 

H. V. Drown, Newark, N. J. 

W. H. Renaud, Jr., New Orleans, La. 


Revision of Constitution 
and By-Laws 


N ORGANIZATION meeting of the 

committee on revision of the con- 
stitution and by-laws of the American 
Electric Railway Association was held 
at association headquarters on Nov. 18, 
with the following members present: 
C. D. Emmons, chairman; James H. 
McGraw, vice-chairman; E. P. Waller, 
Harry Reid, Harold V. Bozell, M. B. 
Lambert, G. A. Richardson, H. L. 
Brown, L. H. Palmer and President 
W. H. Sawyer. 

Several questions came before the 
committee regarding the constitution of 
the association. These include the rate 
and distribution of dues, membership 
of bus operating companies, member- 
ship of municipally owned properties, 
name of the association, titles and 
designations of association staff mem- 
bers, together with such other changes 
in the constitution as may be suggested 
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by careful study of changed conditions 
in the industry since its last revision. 
The subject of the association name 
was referred to a sub-committee con- 
sisting of H. V. Bozell, Harry Reid, 
M. B. Lambert, L. H. Palmer and G. A. 
Richardson. Another sub-committee in- 
cluding James H. McGraw, chairman; 
E. P. Waller, L. H. Palmer, Harlow 
Clark, R. P. Stevens and F. W. Doo- 
little was delegated to study the sub- 
ject of dues with a view to making the 
income of the association cover all 
activities, including the expense of the 
Advisory Council, without resorting to 
special assessments or contributions. 
This work is to be carried on in co- 
operation with the finance committee. 
H. L. Brown was made chairman of a 
sub-committee to review carefully the 
entire wording of the present constitu- 
tion and to suggest necessary changes. 
H. V. Bozell and M. B. Lambert were 
also named to this sub-committee. 


Bus Operation 


N ORGANIZATION meeting of the 
committee on bus operation was 
held at association headquarters on 
Noy. 18 and various suggestions for the 
year’s work were reviewed. Subject 
assignments were made to various sub- 
committees who are to prepare pre- 
liminary reports for presentation at 
the next meeting of the committee, 
which is to be held in Toledo, Ohio, at 
the time of the Central Electric Railway 
Association annual meeting on Feb. 3. 
Subject No. 1—Bus Operating Rules 
and Instructions to Personnel. Assigned 
to A. Shapiro with instructions to col- 
laborate with E. S. Pardoe and Adrian 
Hughes, Jr. This assignment includes 
the revision of the bus operating rules 
prepared in 1924 and revised in 1926, 
together with the preparation of in- 
structions to personnel. The inspection 
rules prepared by the 1926 equipment 
committee of the Engineering Associa- 
tion are to be reviewed. 

Subject No. 2—Hquipment. This is 
to be a study of sizes and types and 
their application to various classes of 
service including’ equipment used in 
chartered coach service. The assign- 
ment was made to B. W. Arnold with 
instruction to collaborate with D. L. 
Fennell, Thomas Noonan, D. A. Scan- 
lon, J. L. Smith and R. H. Pinkley. 

Subject No. 3—Fares and Methods of 
Fare Collection. Assigned to E. D. 
Dreyfus with instructions to collaborate 
with D. A. Scanlon. 

Subject No. 4—Methods, Practices 
and Economics. This study to include 
chartered coach and bus operation, pack- 
age and express business (including 
mail), and cost analyses of operation. 

It was agreed that the data for this 
year’s report are to be obtained from a 
group of fifty predetermined companies 
which are to be divided among various 
members of the committee for the col- 
lection of data. 

Those present at the meeting included 
the following: Sponsors Paul E. Wil- 
son and A. R. Myers, Chairman R. N. 
Graham, Vice-Chairman B. W. Arnold, 
C. H. Chapman, E. D. Dreyfus, J. L. 
Smith (representing D. W. Harvey), 
Adrian Hughes, Jr.. Thomas Noonan, 
E. S. Pardoe, H. B. Whitman (repre- 
senting A. T. Warner). 
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i The News 


7 Per Cent Return Allowed 


United States Supreme Court Fixes 
“Spot” Reproduction Cost — The 
Decision May Affect Tractions 


The United States Supreme Court on 
Nov. 22 virtually held that a public 
utility corporation was entitled to 
charge rates which would permit it to 
earn 7 per cent on its “spot reproduc- 
tion value.” With Justice Brandeis 
dissenting, chiefly because of the diffi- 
culties of determining what the “spot 
reproduction value” is, the court handed 
down an opinion upholding an injunc- 
tion restraining the Public Service Com- 
mission of Indiana from ordering a re- 
duction of the Indianapolis Water 
Company rates. The injunction, issued 
by Federal District Judge Geiger, was 
based on his finding that the valuation 
of the company’s property was too low 
and the rates proposed confiscatory. 

In fixing the value of the water com- 
pany’s property the Public Service 
Commission arrived at a total of $16,- 
455,000, including among the items cost 


of reproduction, less depreciation, on_ 


the basis of average level of labor and 
material prices for a ten-year period, 
including also material and supplies, 
capital additions, going value and water 
rights and existing working cash 
capital. 

In its opinion, upholding the lower 
court, the majority of the court held 
that the “spot” reproduction cost of 
the property is “a fair measure of the 
value of the physical elements of the 
property” and “a reasonable rate of re- 
turn is not less than 7 per cent.” 

Judge Geiger in his injunction writ 
accepted the arguments of various ex- 
perts that the reproduction value of the 

= a 
companys property was approximately 
$17,000,000 and affirmed the addition to 
the value of the physical property 
items covering water rights, going 
value and cash working capital, bring- 
ing the total to approximately $19,- 
000,000. The Supreme Court said: 

It is true that if the tendency or trend 
of prices is not definitely upward or down- 
ward and it does not appear probable that 
there will be a substantial change of prices, 
then the present value of land plus the 
present cost of construction of plant, less 
depreciation, if any, is a fair measure of 
the value of the physical elements of the 
property. The validity of the rates in 
questions depends on property value Jan. 1, 
1924, and for a reasonable time following. 
_And we are satisfied that the decree is 
right. A reasonable rate of return is not 
less than 7 per cent. In his decision the 
district judge plainly intimated that he 
was of the opinion that probable net earn- 
ings for 1924 were not sufficient to pay 
more than 5 per cent on $19,000,000. The 
amount of net earnings in 1924, as esti- 
mated by appellants, is only sufficient to 
pay 7 per cent on $16,022,145. The evi- 
dence requires the finding that, exclusive 
of items classified as non-operative, the 
value is much more than that amount. 


Justice Brandeis, dissenting from the 
opinion of his colleagues, declared that 
““spot’ reproduction would be impos- 


sible of accomplishment without the aid 
of Aladdin’s lamp.” He held that any 
estimate of a “spot” reproduction 
would be delusive if based on “spot” 
prices of labor, materials and money 
where the plant had required years for 
completion. 

The case was argued before the Su- 
preme Court last April. A decision had 
been eagerly awaited, because the is- 
sues of law closely paralleled most of 
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those involved in the other rate cases, 
notably that of the Consolidated Gas 
Company, New York, argued before the 
Supreme Court Oct. 18 and 19. More- 
over, the Indianapolis case had been 
argued for the company by ex-Justice 
William L. Ransom of New York City, 
who was one of the counsel who argued 
before the Supreme Court the similar 
issues in the New York gas rate 
cases. 


Politics Blamed by Mr. Insull 


Draws Deadly Parallel Between Railways and Other Utilities to Show 
How Refinancing Has Been Blocked—Investment of New 
Money in Tractions Almost Nil 


ESPONSIBILITY for the failure of 
transportation companies in Chi- 
cago to obtain adequate funds for re- 
financing, extensions or improvements 
was placed squarely on local politics on 
Nov. 18 by Samuel Insull in an address 
before the Electric Association of Chi- 
cago. 

Mr. Insull declared that the electric 
industry in Chicago required $137,500,- 
000 in new capital in the year ended 
June 30, 1926, of which $82,000,000 was 
for electric supply companies, $21,000,- 
000 for telephone and telegraph com- 
panies, $20,000,000 for manufacturers 
and only $14,000,000, or less than 10 
per cent of the total, for electric rail- 
ways, although their total investment 
in the district is larger by $50,000,000 
than that of any other group of elec- 
trical enterprises. 

Mr. Insull said these figures suggested 
a momentary digression from the topic 


The local transportation business 
in Chicago is afflicted with a lot of 
economic absurdities as well as 


political agitation. Just think of 
making a fixed investment under a 
franchise grant that is subject to 
termination at the end of a few 
years, without making any provi- 
sion in rates or otherwise for 
amortization of the investment! 
That is an economic absurdity. 

I mention this because the cor- . 
rection of it is in part your prob- 
lem as citizens of Chicago. Men 
of your character—men of activity 
and standing in the community— 
must take hold of this situation 
and give it serious attention if it 
is to be corrected before the city 
is harmed beyond repair.—SAMUEL 
INSULL. 


of his principal theme. The capital 
investment of the electricity supply 
companies in the Chicago district has 
been practically doubled in ten years; 
that of the telephone and telegraph 
companies a little more than doubled. 
The investment in electrical manufac- 
turing is now probably about six times 
that of ten years ago. 

During the same ten years the in- 
vestment in the electric transportation 
of the district has been increased less 
than 10 per cent, and the preponderant 
portion of this has gone into suburban 
lines and the elevated lines of Chicago. 

Mr. Insull said there must be a rea- 
son for this small increase in the elec- 
tric railway investment. No public 
utility service is developed and ex- 
tended without new capital investment. 
The need of increased public utility 
facilities here has not been confined to 
the electricity supply and telephone 
services. Surely there has been need 
of transportation development some- 
what in proportion to other develop- 
ment. Why has it not come? 

According to Mr. Insull, the correct 
answer is unmistakable. He said: 


Electric transportation has been the foot- 
ball of local politics. The electricity supply 
and telephone services have been under 
strict regulation, but have been compara- 
tively free from local harassment. They 
have, therefore, been able to look ahead and 
to work out consistent and comprehensive 
development plans and put them into effect. 

The seat of obstruction to transportation 
development is revealed the more clearly 
when you recall that the preponderant por- 
tion of what little new capital has been put 
into trartsportation development has been 
applied to those transportation agencies 
which are least affected by local politics, 
namely, the suburban electric and the ele- 
vated lines. 

The local transportation business here is 
afflicted with a lot of economic absurdities 
as well as political agitation. Just think 
of making a fixed investment under a 
franchise grant that is subject to termina- 
tion at the end of a few years, without 
making any provision in rates or other- 
wise for amortization of the investment. 
That is an economic absurdity. 

The transportation business in Chicago, 
apart from the elevated and suburban lines 
is run on the theory that you can pick up 
all of the property used in it after a few 
years—that is, at the end of the franchise 
term—and carry it away, with its value and 
usefulness unimpaired. 


But the rates for — 
a 
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service are based on the assumption of a 
continual right to use the streets for all 
time. 

I mention this absurdity because the cor- 
rection of it is in part your problem as 
citizens of Chicago. Men of your character 
—men of activity and standing in the 
community—must take hold of this situa- 
tion and give it serious attention if it is to 
be corrected before the city is harmed 
beyond repair. > 


In the belief that it would serve to 
. stave off a receivership, Mayor William 
E. Dever on Novy. 23 brought forward 
a proposal to extend the franchise of 
the Chicago Surface Lines for six 
months after their expiration next 
February. As a result of the Mayor’s 
proposal, a resolution was presented to 
the City Council directing the trans- 
portation committee to consider the 
matter at once. 


No Early Vote in Kansas City 


The referendum petitions calling for 
a general vote of the public in the 
matter of the twelve-year extension 
of the local railway franchise, at Kan- 
sas City, Mo., were filed with the city 
clerk on Noy. 18. The petitions con- 
tained 13,213 signatures. The law re- 
quired that 10 per cent of the last 
mayoralty vote, or 11,460 signatures, 
be appended to the petition to assure a 
referendum vote. The petition de- 
manded that the Council call a special 
election, but such a procedure would 
entail a two-thirds vote of the City 
Council. The expense of the election 
would be borne by the Kansas City 
Public Service Company. Some of 
these facts were brought out in an 
item in the ELECTRIC RAILWAY JOURNAL 
for Nov. 20. 

At the same time, minority leaders 
of the Council are said to have stated 
they would not seek an early vote 
in the matter pending the outcome of 
the current hearing which the special 
council committee and the Kansas City 
Public Service Company are holding in 
an effort to draft a new franchise for 
the railway. 

No city election is to be held antil 
April, 1930, and no general election 
until November, 1928. This fact would 
apparently assure the validity of the 
recently voted extension of the old 
franchise until such time as present 
negotiations for a new franchise are 
completed, nullifying the need for any 
referendum vote in the matter. 

On Noy. 15 Judge McElroy ordered 
a check of the 13,213 names on the 
petition. Should the investigation dis- 
close that not enough names, legally 
signed, appear on the petition, the bill 
providing for a twelve-year extension 
of the old franchise would become a law. 


Seattle Contemplates Free Rides 


Shoppers of Seattle, Wash., may soon 
enjoy free rides downtown on the 
Seattle Municipal Street Railway on 
week-day forenoons, except Saturday. 
A plan whereby a group of merchants 
will pay the street railway a lump sum 
daily for use of the cars during certain 
forenoon hours is being worked out by 
Grant A. Stevens, market master at the 
Pike Place Public Market. In a com- 
munication to the City Council, Clark 
R. Jackson, superintendent of public 
utilities, expressed the opinion that the 
plan would materially increase street 
railway revenues during off-peak hours. 


\ 


Fare Case at St. Louis Closed 


Missouri Commission Takes Under Advisement Plea of United 
Railways, Now in Receivership, to Advance 
Fares at Once—City a Protestant 


INAL testimony was taken on Noy. 

17 by the Missouri Public Service 
Commission at Jefferson City, Mo., on 
the application of Receiver Rolla Wells 
of the United Railways, St. Louis, for 
an immediate temporary increase in 
fares. Neither the city nor the com- 
pany will file briefs, but the matter has 
been left open for ten days to give the 
St. Louis County municipalities an op- 
portunity to file briefs if they so desire. 
An order on the application probably 
will not issue for several weeks. 

In its original application for an in- 
crease filed last June the company 
asked the rate on adult fares be raised 
from 7 cents to 8 cents or two tokens 
for 15 cents. Action on that was sus- 
pended pending an audit of the com- 
pany’s books demanded by city officials. 

City Counselor Muench of St. Louis 
contended that the city riders should 
not be compelled to make up losses sus- 
tained by the company on St. Louis 
*county business, and that greater econ- 
omy could be effected by the company 
in its operating departments, especially 
the claim department. He also said 
that the fixed charges for depreciation 
reserve are too high. 

At the session on Nov. 16 Col. Albert 
T. Perkins, general manager for Re- 
ceiver Rolla Wells, testified that the 
company is earning less than a reason- 
able return upon the valuation of $51,- 
781,348 fixed by the commission as of 
Jan. 1, 1919, without considering 
$5,014,443 spent for additions and bet- 
terments since that time. He testified 
that the gross income of $2,685,246 
available for return in 1925 offered only 
5.19 per cent return and that the in- 
come to Sept. 30, 1926, would give only 
a 5.26 per cent return. 


BLAME FIXED FOR FALLING OFF IN 
BUSINESS 


Col. Perkins blamed the competition 
of independently operated bus lines and 
private automobiles and service cars 
for the falling off in revenue, explain- 
ing that in October receipts were $30,- 
000 behind the similar month last year. 
He declared that the gross income of 
$2,156,599 for 1926 up to Oct. 31 failed 
by $90,528 to pay interest, fixed 
charges and miscellaneous deductions 
included in the amount allowed for 
return. He brought out that great re- 
ductions in operating costs have been 
effected since the receivership. 

Chairman Brown of the commission 
interrupted Col. Perkins to ask whether 
he thought the receivership was 
cheaper than private management. Col. 
Perkins replied that he believed it. was 
in many ways, under this particular 
receivership, but that it was not true 
of all receiverships of property. He 
presented an exhibit to show that if 
the 8-cent base fare or two tokens for 
15 cents is granted the revenues of the 
company would be increased $1,381,792 
a year based upon the present traffic. 

Gross revenue for the year ended 
Sept. 30, last, was $18,623,643, averag- 
ing 6.9 cents per passenger. The pro- 


posed fare would produce $20,005,485 a 
year, it was estimated. The average 
fare, considering the straight fare, 
tokens and 38-cents child fare, would 
be 7.41 cents. 

City Counselor Muench sought to 
show that the St. Louis Public Service 
Company, which proposes to take over 
the system when it emerges from re- 
ceivership, was connected with the ap- 
plication of Receiver Wells for higher 
fares. Col. Perkins declared that the 
new company had no direct connection 
with the application but had raised no 
objections to it. He admitted that the 
company had an indirect interest in the 
proceedings in the event that it takes 
over the electric railways because of the 
effect of a fare increase on the revenues 
of the properties. Receiver Wells would 
do anything he could to expedite the 
work of reorganization. 

Among other things the city charged 
that lack of managerial foresight and 
failure to make extensions, which pro- 
vided a fertile field for bus competition, 
cannot now be fairly placed on the car 
riders, who should not be expected to 
free the company from the con- 
sequences of its inefficiency. r 


Salt Lake & Utah 
Transcontinental Status 


' The Interstate Commerce Commis- 
sion at Washington, D. C., will recpen 
on Dec. 3 the transcontinental rate case 
of the Salt Lake & Utah Railroad, Salt 
Lake City, Utah, for argument.’ The 
case involves the right of the local 
line to participate in transcontinental 
freight traffic, both east and westbound, 
a matter which is said to be of vital im- 
portance to the railroad. 

Upon application of the Union 
Pacific system in 1924 to eliminate the 
Salt Lake & Utah Railroad from partic- 
ipation in the westbound business in 
connection with its lines, division three 
of the Interstate Commerce Commis- 
sion decided against the Orem road. 

The present action of the commission 
in reopening the case results from the 
petition filed by the receivers immedi- 
ately after the handing down of the 
last-named decision. The denial of 
the freight agreement privilege to the 
Salt Lake & Utah was referred to in 
the ELECTRIC RAILWAY JOURNAL issue 
for Sept. 18, 1926, page 470. 


One-Man Operation on 
Albany-Hudson Line 


Public Service Commissioner Lunn 
recently heard the petition of the East- 
ern New York Utilities Company for 
the consent of the commission to the 
operation of one-man cars on the en- 
tire railroad line of the company, which 
operates between Albany and Hudson, 
N. Y.-Testimony was offered by the 
railroad to show that even though cer- 
tain economies of management and op- 
eration had been introduced, it was still 
conducting its railway line at a loss and 
after certain investigations of other 
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lines of a similar character, it was felt 
that with the use of one-man cars, this 
deficit could be overcome. The com- 
pany proposes to use a new standard 
type light-weight car with up-to-date 
electric track break equipment, ‘dead 
man’s buttons” and other modern safety 
devices in place of its present heavy 
type cars. The city of Hudson has re- 
cently consented to the operation of 
buses by this company in place of trol- 
ley cars and these one-man cars are to 
be used on the suburban lines and to 
the terminals in Albany and Hudson. 
There was no opposition to the petition. 


No Successor Named to 
Mr. Wallace 


No successor has as yet been ap- 
pointed to H. U. Wallace, whose 
resignation as general manager of the 
Department of Street Railways, Detroit, 
Mich., was referred to in the ELECTRIC 
RAILWAY JOURNAL, issue of Nov. 20, 
page 949. Mr. Wallace’s resignation 
was accepted at a meeting of the Street 
Railway Commission held on Nov. 28, 
and a resolution adopted expressing to 
Mr. Wallace the commission’s appre- 
ciation of the valuable services ren- 
dered by him to the Department of 
Street Railways and its regret that he 
should find it necessary to relinquish 
his position. 


Facts on Los Angeles Situation 
Laid Bare 


In its application for a new rate 
structure, referred to in the ELECTRIC 
RAILWAY JOURNAL, issue of Nov. 20, 
page 940, the Los Angeles Railway, 
Los Angeles, Cal., states that it is giv- 
ing the city the best possible trans- 
portation service at or below the lowest 
possible cost, and that it is its intention 
to continue the finest possible service 
in the future. H. E. Huntington, the 
principal owner in the company, had 
always made it his policy to put back 
into the property the earnings of the 
system. The necessity for increased 
service, particularly the extension of 
bus lines, had resulted in a steady in- 
crease in operating costs and this in- 
crease had gone forward faster than 
the increase in traffic. 

The company states that it is now 
faced with additional capital expendi- 
tures of more than $6,000,000 during 
the next three years, and with addi- 
tional increased operating costs, result- 
ing from such capital increases, the 
taxes of the company were also increas- 
ing, amounting to $850,000 in 1925. 
The company is seeking to establish a 
rate structure based on the 7-cent 
single fare with four tickets or tokens 
for 25 cents, including free transfer. 

The petition refers to the value of 
its railway used in the service of the 
public, which is at the lowest estimate 
$45,000,000, and that under the rates 
asked the company would earn, after 
operating expenses, less than 7 per cent 
on the value of its property. The com- 
pany is asking the commission, the 
city of Los Angeles and the other com- 
munities to co-operate so the commis- 
sion may arrive at an early decision. 

George J. Kuhrts, the general man- 
ager of the company, stated that the 
railway was alive to the importance 
of providing an adequate railway trans- 
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portation system and that the inability 
to give such a service under the pres- 
ent 5-cent fare was one of the prin- 
cipal reasons for making the applica- 
tion. An increase in fare, such as had 
been in effect in all other large cities 
in the United States, would have been 
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justified to the Los Angeles Railway 
several years ago, and it was only be- 
cause of the unusual policy pursued 
by Mr. Huntington that the city of 
Los Angeles has been able to cnjoy 
pe benefit of this exceptionally low 
are. 


New Transit Plan Advanced in New York 


Pooling of Present and New Subways Proposed Under Plan Suggested 
by Transit Commissioner Delaney—Adequate Return Admitted 
Necessary with City Participation in Private Company 


OHN H. DELANEY, chairman of 

the Board of Transportation of New 
York, speaking with authority for the 
Mayor, made public on Nov. 24 the out- 
standing features of a reorganization 
scheme for transit which is still in the 
formative stage. 

Chairman Delaney would create a 
quasi-public corporation, with earnings 
limited probably to 6 per cent, to take 
over not only the existing subways 
but also the new system now under 
construction. On the board of directors 
of the new corporation the city and the 
private transit interests would be rep- 
resented, with the city maintaining at 
least 50 per cent control. The financing 
scheme would involve a gradual amor- 
tization of the private interests so that 
at the end of perhaps 40 years the pub- 
lic corporation, with the private inter- 
ests eliminated, would have complete 
ownership of the properties. 

This reorganization would involve the 
ditching of the dual contracts, so called, 
under which the subways are now oper- 
ated, and the making of new contracts 
in which the 5-cent fare, according to 
Chairman Delaney, would not be a pri- 
mary consideration. 

The administration has firmly in 
mind the fact that the new subways 
are being constructed at a cost greatly 
in excess of the cost of the existing 
lines. It also has in mind the fact. that 
the municipal subways, under the terms 
of the law permitting the city to bor- 
row money for their construction, must 
be self-sustaining. This situation seem- 
ingly makes a continuance of the 5-cent 
fare on the new subways impossible. 

But, says Chairman Delaney. the 
question of whether or not the 5-cent 
fare can be continued depends entirely 
on the method of financing, and he is 
by no means willing to admit that 
under the proposed reorganization 
scheme the fare will necessarily be 
raised. So far as possible he would re- 
frain from borrowing to pay the cost 
of construction. The new subway will 
increase the value of the property 
along the route and consequently should 
greatly increase assessments. The 
increased revenues in realty created by 
the new subway, he argues, will reduce 
the amount of money which the city 
must borrow and on which it must pay 
interest. On the matter of finance he 
said: 


The manner in which the city finances 
the subways will determine what the rate 
of fare will be. The Board of Transporta- 
tion declared in May, 1924, that under 
municipal operation the fare would be 8 
to 10 cents unless the subways were 
financed in a manner to reduce the burden 
of interest on the 50-year bonds. The pres- 
ent cost of operating the existing subways 
is 3 cents a passenger. The present cost 
of interest on the money is 3 cents a pas- 
senger. It is not fair to the rider to 
charge him 8 cents for his ride and 5 to 7 


cents additional as the cost of an extraya- 
gant financial policy. 

The question therefore of whether 
the 5-cent fare can be continued after 
the unification of the system and the 
formation of the quasi-public corpora- 
tion will depend upon the ability of the 
roads to earn the proposed maximum 
of 6 per cent. If the roads can not do 
so it will be necessary to increase the 
fare to a point at which they can. 

He said further: 


The prospects of a 5-cent fare are better 
under this scheme than they would be 
under municipal operation. The existing 
contracts under which the old subways are 
operated provide for a 5-cent fare. They 
will endure for 40 years. But the law pro- 
®vides that the new subway must pay for 
the cost of operation and interest on the 
borrowed money and of amortization. 


There is no hope of maintaining a 
reasonably low fare on the new sub- 
ways, supporters of the administration 
declare, unless the old subways and the 
new subways are in some way pooled. 
To pool them the dual contracts must 
be abrogated and new contracts entered 
into with the transit companies. That 
is what the proposed reorganization is 
largely about. Mr. Delaney said: 

I believe the people will approve the right 
kind of reorganization that will make the 
subway self-sustaining, protect the city and 
the private investors, eliminate any profits 
over 6 per cent on private capital, and will 
insure that the city will control, that serv- 
ice will be increased and that new subways 
will be constructed as fast as the plans are 
prepared. 

The reorganization plan was con- 
ceived, Mr. Delaney said, during a con- 
ference between him, Dwight W. Mor- 
row of the J. P. Morgan firm, James L. 
Quackenbush of the Interborough line 
and other officials of the transit lines, 
called to consider the financing of 
lengthening, of station platforms. At 
this time it was suggested that the 
private investment in the transit cor- 
porations be evaluated in order to pro- 
vide eventually for the retirement of 
the private securities and the forma- 
tion of the quasi public corporation. 


The B.-M. T corporation is “always 
ready to co-operate in full measure 
with the municipal authorities in any 
constructive movement for more sub- 
ways and other rapid transit facilities; 
to bring about unification plans for 
improvement of transit conditions,” ac- 
cording to that company. 


On Nov. 25 Mr. Delaney was quoted 
to the effect that there was one error 
in the previous report. He was reported 
to have said that the quasi-public cor- 
poration should include surface trolley 
lifes and buses, as well as all subway 
and elevated lines. That, he declared, 
was a misunderstanding. What he 
meant to say was that, while some 
persons thought such a consolidation 
ought to include street cars and buses, 
he was opposed to such inclusion. 
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Boston Bandits Must Die 


The last hope of the young carhouse 
holdup men of escaping their sentences 
of electrocution for the murder of 
James H. Ferneau during the Waltham 
carhouse holdup was lost on Noy. 10 by 
a decision from the full bench of the 
Supreme Court. The court found there 
was no error in the denial of new trial 
and that the executive council of the 
Governor could not be forced to take 
action on a petition for respite of sen- 
tences. John J. Levereaux, John J. 
McLaughlin and Edward J. Heinlein 
were convicted of murdering the aged 
watchman after robbing the carhouse 
of $1,300. 


How Much Does Your Automobile 
Cost You? 


An automobile expense card with 31 
rulings for daily total expenditures 
has been printed by the Beaver Valley 
Traction Company, New Brighton, Pa. 
The speedometer readings for the first 
day, last day and total mileage for the 
month are to be noted at the top of the 
ecard. For the 
owner, he is told that liability, fire, 
theft and collision insurance cost should 
be listed monthly at xs of insurance 
cost; finance charges should be listed 
monthly at x: of cost; depreciation 
should be listed monthly at 1/36 of 
price paid. The card is so ruled that 
at a glance one can see the expenses 
for tires, gas, oil, parts, labor, tubes, 
parking and washing. In size, 9x4 in., 
the card can be hung conveniently by 
means of the cord attached. A year’s 
supply of these cards will be furnished 
upon request and should prove of great 
value to an owner who is interested in 
seeing just how much of his income 
goes to the upkeep of his automobile. 


Tokens in Indianapolis 


Metal tokens will replace tickets on 
the Indianapolis Street Railway, Indi- 
anapolis, Ind., early in January. The 
company has signed a contract for 370 
registering fare boxes and 1,000,000 of 
the metal tokens to put the new system 
into effect. The boxes will be placed 
on the rear platforms of the two-man 
ears and at the front door of the one- 
man cars. The metal disk adopted for 
Indianapolis has a design of the Sol- 
diers’ and Sailors’ Monument, with the 
large letter I on one side and the name 
of the company and a facsimile of 
President Todd’s signature on the other. 
Conductors will sell the tokens on the 
cars as tickets now are sold. 


_ “Open House” Week in Milwaukee 


Through the medium of ‘“open-house 
week,” the Milwaukee Electric Railway 
& Light Company, Milwaukee, Wis., 
showed its patrons how its electric and 
transportation services are supplied. 
During the week of Nov. 8 to 13 more 
than 65,000 people inspected the seven- 
teen different operating properties of 
the company. There was a central 
exhibit consisting of all manner of elec- 
tric power and railway equipment, from 
insulators to street cars, showing how 
the company has kept pace with the 

rapid development of both industries. 


. 
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An added feature of the show was the 
daily exhibition of the five-reel movie 
entitled “Where Jimmie Works,” a 
romance of the transportation business 
filmed on the company’s properties. 


New High Record for Chicago 
Surface Lines 


The steady increase in riding on the 
Chicago Surface Lines during the year 
reached a climax in October with more 
rides than during any previous month 
in the history of the system. Total 
rides for the month were 135,878,579, 
an increase of 3,363,261 over the cor- 
responding month last year. 

The highest previous month in the 
history of the system was December, 
1925. The October figures exceeded this 
by 2,929,063. As the peak of the year 
always comes in December, due to 
Christmas riding, Surface Lines offi- 
cials are anticipating a phenomenal 
business during the coming December. 

During December a year ago 99.8 per 
cent of all equipment—all but seven 
cars—was in daily service. One hun- 
dred new cars have been added to the 
service since that time and the main- 
tenance schedule has been so arranged 
as to provide for the use of practically 
ali cars during the coming season. 


New Public Service Department 
in New York Jan. 1 


In preparation for the consolidation 
of state departments, which goes into 
effect in New York on Jan. 1, the legis- 
lative budget committee has started a 
series of meetings and the legislative re- 
organization commission will meet soon. 

A new Public Service Department is 
created to be headed by the chairman of 
the present Public Service Commission. 
It is to take over the public service 
and transit commissions. 


Atlanta Company Scores 
Free Rides 


A cessation of the free ride is 
urged by the Georgia Railway & 
Power Company, Atlanta, Ga., in its 
publication, Two Bells, as follows: 


When you come driving to town in 
the morning in your automobile you see 
little groups of people congregated at 
street intersections where are located 
car stop signs. They aren’t gathered 
there by accident. You know they are 
waiting for the street car. You pick up 
one or two or maybe three of them. You 
do it, of course, in a friendly spirit. 
You aren’t deliberately trying to take 
7, 14 or 21 cents away from the _ rail- 
way, or to save that money for the peo- 
ple you pick up. ‘ : 

Yet when you do this friendly act 
you unconsciously harm not only the 
railway, but the riders themselves. You 
take away from the company the only 
thing that it has to sell. The railway 
hasn’t anything to sell but street car 
rides. When these rides aren’t bought 
the revenue decreases, and as a conse- 
quence the railway suffers. Unless its 
rides are bought it cannot continue to 
build more lines, buy more cars and 
operate them more rapidly. The rides 
you present to persons waiting for the 
street car mean little or nothing to 
them. They do not count the 7 cents 
saved and the chances are that they get 
to the office ahead of their schedule be- 
cause they planned their arrival by the 
street car. 

It may be a friendly act on your part 
to pick up persons waiting for the street 
car. But it is also an act of unfair 
competition with the railway. 


——————————— 
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‘A New Visitor Appears 
in Westchester 


There’s a new face at the door in 
Westchester County, New York, in the 
person of “Aunty J. Walker,” the fore- 
boding policewoman whose warnings 
to “jaywalkers” are well known in New 
York City. Her visit was ushered in on 
announcement cards which appeared 
Noy. 10 on the highways and byways, 
in shop windows and on street corners. 

It is because the records of West- 
chester County show that its propor- 
tion of deaths and injuries resulting 
from street accidents is far greater 
than that of either the State of New 
York or the entire United States that 
Barron Collier, president of Barron G. 
Collier, Inc., was urged to accept the 
chairmanship of the Westchester Pub- 
lie Safety Bureau. Col. Carl F. Hart- 
mann, the Public Safety Bureau Direc- 
tor, will assist in the crusade for sav- 
ing human lives. His efforts will be 
spent in educating the people in the 
matter of individual personal ‘safety. 
Four specific groups will be concen- 
trated upon, namely, the pedestrian, 
the automobilist, the parent and the 
child. According to his plan, the may- 
ors, the chiefs of police and the super- 
intendents and teachers in public and 
parochial schools will have active con- 
structive parts in Westchester’s safety 
campaign. 

“Aunty J. Walker” was created by 
Barron Collier at the time he served as 
organizer and director of the Bureau of 
Public Safety of the New York Police 
Department. In that campaign, through 
her constructive criticisms and her 
cautions, a decided drop was noted in 
the number of street accidents in New 
York City. 


Would Link City and Interurban 
System in Cincinnati 


Entrance to the heart of Cincinnati, 
Ohio, with its interurban cars through 
utilization of the rapid transit loop is 
sought by the Cincinnati, Hamilton & 
Dayton Traction Company in an appli- 
cation which has been filed with the 
City Council. Samuel I. Lipp, attorney 
for the interurban company, who filed 
the application, explained that his com- 
pany was co-operating with the Cin- 
cinnati Street Railway in the matter of 
third rails on Hamilton Avenue and 
that he could see no reason why the 
same spirit could not be extended to the 
use of the subway. The Cincinnati 
terminal of the interurban company is 
located on Spring Grove Avenue, about 
6 miles from the heart of the city. The 
equipment of the interurban company 
is of standard gage and would link up 
with that operated by the Cincinnati 
Street Railway. Mr. Lipp said that he 
felt confident his company could reach 
an agreement with the Cincinnati 
Street Railway for utilization of the 
subway from Cumminsville to the heart 
of Cincinnati, because it was antici- 
pated that the latter company would 
be lessee of the rapid transit system 
when completed. The application of 
the Cincinnati, Hamilton & Dayton 
Traction Company has been referred 
to the transportation committee of the 
Council for consideration. 


: News Notes 


Eighth Route for One-Man Cars 
Opened.—One-man car service was In- 
troduced on another line in Milwaukee, 
Wis., on Nov. 14 by the Milwaukee 
Electric Railway & Light Company. 
This service was substituted on the 
Oakland-Delaware line, running through 
a densely populated residence section 
into the downtown section. Addition 
of this line marks the eighth route on 
which the company is now supplying 
one-man car service. 


Dead Line on Track Repairs Set.— 
Unless the International Railway, Buf- 
falo, N. Y., repairs pavement between 
its tracks on various streets in the city 
of Buffalo before Dec. 15, the City 
Council has threatened to revoke the 
company’s franchise. The franchise in 
Grant Street from Forest Avenue to 
Military Road already has been re- 
voked, but the company continues to 
operate cars on the line at a speed not 
in excess of 5 m.p.h. The ultimatum 
of the municipal authorities was served 
on the traction company when the In- 
ternational filed its equity action m 
United States District Court seeking to 
restrain the city and the New York 
Public Service Commission from in- 
terfering with the collection of the pro- 
posed new tariff of fares. 


Date of One-Man Car Hearing 
Fixed. — The Ontario Railway and 
Municipal Board has fixed Dec. 13 as 
the date on which it will hear the city’s 
application for an investigation of the 
one-man car as operated on the lines of 
the Toronto Municipal Railway. The 
application is the result of a resolution 
presented by Comptroller MacGregor 
and passed by the Board of Control. 


Popular Cars Put Back on Line.— 
The Monongahela West Penn Public 
Service Company has re-established its 
local interurbans between Fairmont 
and Clarksburg, W. Va., following a re- 
quest made to Manager R. W. Spofford. 
When the limited runs made by the 
“West Virginia’ were started it was 
the general opinion that there would be 
little demand for the half-hour cars 
that operated from Fairmont at prac- 
tically the same time as the limited. 
However, it was soon realized that 
patrons were being inconvenienced, 
especially students and teachers. 


Resolution Condemns One-Man Cars. 
—A movement to abolish the one-man 
street cars now being installed by the 
Georgia Railway & Power Company 
has just been launched by the Fifth 
Ward Civic League, which has passed 
a resolution condemning the present 
one-man system. In addition to the 
resolution the league is preparing and 
will circulate petitions throughout the 
ward to be signed by leading citizens 
and presented to the Public Service 
Commission in the near future. It is 
charged in the resolution and in the 
petitions to be circulated that the one- 
man street cars are “inefficient and 
dangerous to traffic.” Practically all 
of the new cars secured by the com- 
pany are of the one-man type. 
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New Line Opened.—The Miami Beach 
Railway, Miami Beach, Fla., has opened 
up its newest railway extension, the 
North West Seventh Avenue lines, with 
operation from Fifth Street to 88th 
Street. The extension was completed 
some time ago but paving and other 
operations had to be completed before 
service could be started. The original 
plan of the city was to run the line 
only as far as 36th Street, but petitions 
by property owners brought a two-block 
extension. The extension will serve a 
heavily populated section of the city. 


Dr. Hyland on the Mend.—Dr. Robert 
F. Hyland, chief surgeon in charge of 
the medical department, Employees’ 
Mutual Benefit Association, United 
Railways, St. Louis, _Mo., broke his 
right leg recently when he was run 
down and hit by a taxicab. He has been 
confined in St. John’s Hospital for some 
time, but it is expected he will be back 
at his desk soon. 


Would Reduce Children’s Tickets.— 
The Santa Barbara & Suburban Rail- 
way, Santa Barbara, Cal., has applied 
to the Railroad Commission for au- 
thority to place in effect reduced school 
children’s commutation tickets of 40 
rides for $2, applicable to children up 
to eighteen years of age. The present 
tickets call for 40 rides for $1, ap- 
plicable to school children up to twelve 
years of age. 

Short Subway for Pittsburgh.—The 
Council of Pittsburgh has affirmed an 
ordinance authorizing a subway in- 
tended for street cars under Fifth 
Avenue and Sixth Street from Chatham 
Street to Duquesne Way. The ordi- 
nance was sponsored by the City Tran- 
sit Commission. It is designed to ef- 
fect the first step in a proposal pend- 
ing since 1919 when the people au- 
thorized $6,000,000 for a subway in the 
First and Second Wards. There would 
be two stations connected with the pro- 
posed subway, one running from Wil- 
liam Penn Place to Wylie Avenue and 
the other running from Liberty Avenue 
to Penn Avenue. The Pittsburgh Rail- 
ways would presumably operate its 
cars in the subway. 

Council Against One-Man Cars in 
Montreal.By a unanimous vote the 
City Council of Montreal, Que., has 
registered its opposition to the use of 
the one-man car in Montreal. An 
amendment that action on the motion 
be deferred for a while, so as to give 
the Montreal Tramways further oppor- 
tunity of testing the utility of these 
cars, was defeated by a vote of 27 to 6, 
after which the main motion was ac- 
cepted without opposition. Among the 
arguments set forth in support of the 
motion was that a car in Montreal 
should be supplied with a conductor, 
not only for -the collection of tickets, 
but also to aid, when necessary, 
women and children to enter and alight. 


Discuss Operation at Round Table.— 
A weekly luncheon for officials and de- 
partment heads of the Waterloo, Cedar 
Falls & Northern Railway, Waterloo, 
Iowa, has been started as a round- 
table discussion. Subjects will be sub- 
mitted by department heads looking 
toward a more efficient and economical 
operation of cars and_ interurban 
trains. The conference plan was in- 
stituted by C. M. Cheney, president. 
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Foreign News 


Delegation Returns to Berlin 


A committee from Berlin which has 
been studying electric railway and bus 
operation in this country returned on 
the Deutschland on Noy. 10. The com- 
mittee consisted of Dr. Friedrich Lade- 
mann, director of the Berlin Street 
Railways and Herman Amberg and 
Friedrich Lange, members of the ad- 
visory board of the transit system. In 
speaking of its plans before leaving 
New York Dr. Lademann said: 

The committee was formed to study out- 
standing traffic problems in London, Paris 
and the American cities visited, particu- 
larly as they related to the operation of 
cars and buses. There has been some agi- 
tation by a city official in Berlin for the 
substitution of buses for street cars in the 
downtown section. 

Our investigations here and abroad have 
convinced us that such a substitution {s not 
feasible. The principal objections to it are 
that the cost of carrying passengers is 
higher on buses and the vehicles also oc- 
cupy more street space a passenger than 
the surface car. In Berlin we seek both to 
make transportation service profitable and 
to conserve street space. There is no doubt 
that the surface car accomplishes these 
results better than the bus. 

One feature of American operation which 
has impressed us greatly is the tremendous 
accident cost to which your transportation 
lines are subjected. We have found that 
some companies are paying as much as 10 
per cent of their gross in accident claims. 
Our accident payments are much lower 
than this, due in part, no doubt, to the fact 
that we have fewer automobiles. 


Service Speeded Up for Cricket 
Match.—Three hundred and ninety cars 
of the London County Council: Tram- 
ways, with a seating capacity of 28,000, 
passed the cricket grounds in an hour’s 
time during the final match held re- 
cently at Kensington Oval, London. 


Tramway Pageant in Manchester.— 
Birth and growth of Manchester’s 
Tramway Department was recently 
exemplified in the tramway pageant, a 
feature of the civic festival, which 
lasted for seven days during the early 
part of October. Nearly 1,000,000 pas- 
sengers are carried each day on these 
cars. Models of the first electric car 
as contrasted with the type used now 
were demonstrated in the procession, 
which was led by an original one-horse 
car and followed by a three-horse bus 
and a motor bus. 


Third Rail to Replace Trolley on 
Southern Railway System in England. 
—Gradual abolition of the overhead 
trolley and adoption of the third rail is 
occurring on the lines of the Southern 
Railway in England. Together with 
the extension of the electrification on 
105 single track miles, this program 
will cost almost $19,000,000. The an- 
nual number of train miles of the pres- 
ent service which will be affeeted is 
4,416,529, of which 2,088,556 train miles 
is now steam operated and 2,377,973 
train miles operated by overhead elec- 
tric trolley. About 800 additional 
coaches will be needed, and these, too, 
will be converted from the old steam 
equipment. It is said that completion 
of the changes in the existing system 
will probably take until the latter part 
of 1928. 
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New South Side Bus Route 
in Chicago 


As a result of a recent order from 
the Illinois Commerce Commission, in 
which a petition of the Chicago Motor 
Coach Company was sanctioned, a new 
bus service was started on South Park 
Avenue as far south as 79th Street, 
Chicago, on Nov. 21. 

The new route will serve a portion 
of the city where transportation facili- 
ties have been inadequate for some time. 
The petition was filed at the instance 
of a number of south side civic or- 
ganizations. These organizations are 
now urging the Chicago Plan Commis- 
sion to recommend that South Park 
Avenue be widened to 200 ft. from 55th 
Street south to 130th Street. 


- Another Minneapolis Bus Line 


The Twin City Rapid Transit Com- 
pany, Minneapolis, Minn., will begin 
operation at once of an extra service 
bus line from the heart of the city 
out Nicollet, La Salle and Hennepin 
Avenues to 36th Street. This line 
is made possible for extension later 
by permit of the Park Board, which 
has decided to allow bus lines to uti- 
lize park highways under certain re- 
strictions and license fees. The fare 
will be 10 cents and will serve a dis- 
trict off the car lines. The next move 
is to establish a bus line around Cedar 
Lake over parkways. The Hennepin 
Avenue line will utilize new gas-elec- 
tric buses. 


Commission Refuses to 
Reconsider Pasadena Matter 


The Railroad Commission of Califor- 
nia has denied petitions of the city of 
Pasadena for a rehearing of the appli- 
cation of the Pacific Electric Railway 
for an increase of fares on its motor 
coach lines in that city and of the Pa- 
cific Electric Railway to operate motor 
coach lines in Pasadena and the com- 
mission’s investigation into the entire 
subject of motor coach operation in 
Pasadena. 


Santa Cruz Operation Too Costly 


The Union Traction Company, oper- 
ating buses from Santa Cruz and 
Capitola, Santa Cruz and Twin Lakes 
and intermediate points, has applied to 
the California Railroad Commission for 
authority to assign its certificate for 
such operation to the Auto Transit 
Company, and the latter company has 
requested permission to operate the 
same. The Union Traction Company 
sets forth in its application that it has 
sustained a loss through the operation 
of said bus lines ever since it was 
authorized to operate them in lieu of 
certain street railway operations here- 
tofore conducted; further, that the Auto 
Transit Company can operate the bus 
lines to much better advantage in con- 
nection with its present operations, ex- 
tending from San _ Francisco to 
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Monterey, Hollister and Salinas by way 
of Santa Cruz and Watsonville. It has 
been agreed to retain the transfer priv- 
ileges between Santa Cruz-Capitola and 
Santa Cruz-Twin Lakes lines, and the 
west side lines of the Union Traction 
Company shall as long as they are 
operated continue as heretofore, and 
the apportionment of fares shall be 
fixed by the Railroad Commission. 


Independent May Operate 


The Pennsylvania Public Service 
Commission has decided that John Col- 
lins, the holder of a certificate of pub- 
lic convenience to supply bus service, 
did not violate his contract as com- 
plained by the Lehigh Traction Com- 
oany, Hazleton, Pa. Mr. Collins was 
granted a certificate to operate buses 
as a common carrier between the city 
of Hazleton and Mountain Scenery 
Hotel, Luzerne County, through the 
villages of Milnesville and Hollywood; 
from Mountain Scenery Hotel to 
Lattimer No. 2 and Scotch Hill; also 
between Hazleton House, in the city of 
Hazleton, and the State Hospital in 
said city. In May, 1924, a complaint 
was filed by the Lehigh Traction Com- 
pany contending that when the re- 
spondent was authorized to operate he 
did not aver any intentions of supplying 
service to the villages through which 
he passed, and thereby had no such 
right. The commission decided that 
this construction of the certificate 
granted was entirely too narrow and 
not in accord with the general under- 
standing of the language of the cer- 
tificate. It ordered that the respondent 
was in no way violating the terms of 
his certificate and therefore refused the 
prayer of the complainant for revoca- 
tion of his certificate or for a restrain- 
ing order. 


More Omaha Lines Opened 


The Omaha & Council Bluffs Street 
Railway, Omaha, Neb., has put two 
more bus lines into service. The new 
routes are from 32d Avenue and Arbor 
Street west to 40th and Marinda and 
from 50th Street and Underwood 
Avenue to 52d and Franklin Streets. 
Fifteen-minute service is maintained. 
Other routes are from 24th and Kan- 
sas north, from 42d and Leavenworth 
to 45th and Center, from 36th and Q 
Street south on 36th to Harrison and 
from 33d and Parker west to 40th and 
Maple. 


Developments in Seattle 
Bus Territory 


Because of the growth of the bus 
business in the southwestern district 
of the Puget Sound Power & Light 
Company, Seattle, Wash., a new de- 
partment has been set up to manage 
all motor coach transportation. This 
department is in charge of Col. M. D. 
Mills, with the title of general super- 
intendent of motor transportation. 

The new department will manage the 
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Park Auto Transportation Company, 
whose name has been changed to North 
Coast Transportation Company; the 
stages of the Puget Sound Electric 
Railway from Tacoma to Olympia, the 
City Transportation Company, which 
operates suburban service around 
Tacoma, and the Portland-Seattle Stage 
Company, which operates the through 
parlor car line from Seattle to Portland. 
These lines will be called the North 
Coast Lines. : 

A new terminal is being constructed 
at Auburn, arrangements have been 
made for a new terminal at Kent, im- 
provements are being planned in ter- 
minal facilities in Tacoma, Olympia, 
Chehalis, Kelso and Longview. The 
plan is to have a considerable amount 
of new equipment on these runs early 
next year. 

When the North Coast Transporta- 
tion Company began operations in 
October it was desirable to have a 
trademark or emblem to be used on 
coaches, stationery and caps of motor 
coach operators. A contest was put on 
among all of the employees of the 
southwestern district for the best de- 
sign for this purpose. More than 200 
designs were submitted. The prize was 
a trip to Portland and $25 in cash. 


School Service Increased.—A second 
bus line to serve students in the Girls’ 
High School, Atlanta, Ga., was put in 
operation on Nov. 1 by the Georgia Rail- 
way & Power Company. The service, 
which is similar to that put in opera- 
tion at the opening of the school term 
between Morningside and the Girls’ 
High School, is being installed to serve 
patrons in the west end section of the 
city. Double-deck coaches similar in 
structure and design to those used on 
the Morningside line have been in- 
stalled. The line is being advertised by 
the company as the “New Beauty 
Special.” This special bus service to 
and from Girls’ High School has in a 
large measure overcome the difficulties 
encountered in the isolated location of 
this school. 

Will Apply for Bus Permit. — The 
East St. Louis & Suburban Railway 
has filed notice with the Madison 
County Board of Supervisors at Ed- 
wardsville, Ill., that an application will 
be made to the Illinois Commerce Com- 
mission for a permit of convenience and 
necessity to operate a bus line between 
Glen Carbon and Edwardsville, Ill. 
Recently the railway company obtained 
an injunction which forced F. W. Her- 
zog, Edwardsville, Ill., to suspend a bus 
line run by him for several years. Mr. 
Herzog operated without a state permit. 


Bus Service Authorized in Bing- 
hamton.—The Public Service Commis- 
sion on Novy. 16 granted the petition of 
the Binghamton Railway Bus Lines, 
Inc., Binghamton, N. Y., for a cer- 
tificate permitting the operation of bus 
lines in that city. The Binghamton 
Railway Bus Lines, Inc., is a_sub- 
sidiary company of the Birmingham 
Railway. The certificates cover the 
Seminary Avenue and Riverside Drive 
lines and are subject to the franchise 
by the city of Binghamton. The peti- 
tion of the company looking forward to 
bus operation was referred to in the 
ELECTRIC RAILWAY JOURNAL, issue of 
Oct. 2, page 592. 


986 


ELECTRIC RAILWAY JOURNAL 


Vol. 68, No. 22 


Financial and Corporate 


Massachusetts Deal 
Approved 


Cities and Towns in Which Worcester 
and Springfield Lines Operate Con- 
sent to New Haven Control 


The acquisition of the Worcester 
Consolidated Street Railway, Worcester, 
Mass., and the Springfield Street Rail- 
way, Springfield, Mass., has actually 
been accomplished by the New York, 
New Haven & Hartford Railroad. 
Three-quarters of the cities and towns 
served by the electric railways have 
approved the control by the New Haven 
to make it an established fact. 

Senator George D. Chamberlain, rep- 
resenting the interests of the city of 
Springfield, has assured those inter- 
ested that the voice of the city has not 
been taken away and despite the fact 
Springfield and Worcester did not ap- 
prove the agreement entirely the Pub- 
lic Utilities Commission is pledged to 
protect their interests. The commis- 
sion finds that the Worcester-Spring- 
field opposition does not prevent the 
New Haven from taking over the 
ownership of the railways. As to its 
own jurisdiction in requiring the ful- 
fillment of promises to Springfield and 
Worcester by the New Haven, it had 
no explanation to offer. The fact re- 
mains that enacted Legislation makes 
the two cities dependent on informal 
agreements in spite of the fact that 
80-90 per cent of the railway business 
is carried on in Worcester and Spring- 
field. 

The bill as originally drawn provided 
for acceptance by the two principal 
cities. Changes were proposed by Gov- 
ernor Fuller and in two places, respec- 
tively, where the wording was: “The 
City Council of the city of Worcester” 
and “the City Council of the city of 
Springfield”; it was reworded to read 
“the City Councils of the cities and 
the selectmen of the towns in which the 
Worcester Consolidated (Springfield) 
Street Railway operates.” 

Clark V. Wood, president of the 
Worcester and Springfield companies, 
in reviewing the situation said: 

Personally I am confident that none of 
our citizens need be disturbed over the New 
Haven’s plan of taking control of the trol- 
lies under Chapter 371 of the Acts and 
Resolves of 1926, as I am sure their in- 
terests will be properly safeguarded. 

While it may be a fact that the accep- 
tance of the act by three-fourths of the 
cities and towns in which the Springfield 
and Worcester systems operates would 
technically constitute authority for exer- 
cising the privilege of control, E. G. Buck- 
land, vice-president of the New Haven 
Railroad, has stated positively, both in pub- 
lic and privately, that even though this 
condition exists, he would not act without 
the assent of Springfield and Worcester. 

A statement from Mr. Buckland to 
Mr. Wood regarding the matter is 
worded as follows: 


Above all things do away with any idea 
that, even if we should get the assents of 
the outside towns, we would endeavor to 
act under the law without the assents of 
Springfield and Worcester. We must start 
with the cordial help of the two cities. 
based upon the idea that only by working 
together can a railway system be made 


satisfactory to the people and profitable 
to ourselves. 

A letter is expected from Mr. Buck- 
land to directors of the New Haven 
road in which all conditions of the 
ownership, which will include rehabili- 
tation plans in Springfield and Worces- 
ter, will be set forth for approval. The 
contents of this missive will constitute a 
contract to the cities involved. 


Letter to Chicago 
Bondholders 


Bankers Warn Owners of Securities of 
Chicago Railways of Impending 
Traction Receivership 


A definite assertion that the Chicago 
Surface Lines will be forced into re- 
ceivership at the expiration of the 
franchises next February is made in a 
letter sent to the 10,000 first mortgage 
bondholders of the Chicago Railways 
by executives of seven large Loop 
banks, who compose the bondholders’ 
protective committee. 

The committee first intimated the 
probability of a foreclosure early last 
summer. It declares that foreclosure 
of the first mortgage will be necessary, 
and legal proceedings to that end may 
be started shortly after Feb. 1. 

Heretofore it had been thought by 
the committee that the City Council 
might reach a settlement in time to 
forestall a receivership, but apparently 
the members of the committee now hold 
out faint hope for this and are pre- 
paring to go into the courts. It is 
stated: 

We believe that none of the $94,634,437 
of outstanding Chicago Railways bonds will 
be paid at maturity. Prompt and united 
action by the holders of the first mortgage 
bonds is the only efficient means by which 
their rights can be protected. This requires 
organized action through a committee work- 
ing in the interests of all the bondholders. 

The letter also outlines the nego- 
tiations now pending with city officials 
for a new unified transportation ordi- 
nance and describes the various legis- 
lative enactments necessary to the 
adoption of such a franchise. It warns 
that no plan is practical, however, with- 
out the co-operation ‘of the security 
holders and urges that all bonds be de- 
posited with the committee at once. 

. Publication of the bankers’ letter pro- 
voked much interest in City Council 
circles, where it was felt that the ap- 
pointment of a receiver for the Sur- 
face Lines next February would mean 
the end of city control in local trans- 
portation matters. There seems to be 
no doubt in the minds of the Aldermen 
that the Illinois Commerce Commission 
will immediately issue a certificate of 
convenience and necessity that would 
permit the lines to continue operation 
despite the expiration of their fran- 
chises. With uninterrupted operation 
thus assured and relieved of the obli- 
gation to expend moneys for improve- 
ments and extensions, they believe that 
the Surface Lines would be in a position 


to force the city to accept practically 
any compromise. 

Members of the staff of the corpora- 
tion counsel contended, however, that 
although extensive litigation might en- 
sue, and in spite of the granting of a 
permit from the state commission, the 
constitutional provision that no street 
railway can be operated without the 
permission of the city would be ample 
protection for the city. This permis- 
sion, granted in the 1907 ordinance, 
they point out, will expire on Jan. 31. 
1927, 


Warrant Basis in Seattle 


The Seattle Municipal Street Rail- 
way, Seattle, Wash., will go on a war- 
rant basis on Dec. 10 and the Seattle 
Clearing House Association has been 
asked to have its banks cash the war- 
rants. The railway, the city comptrol 
ler’s figures show, must make payments 
totaling $1,150,865 by March 1. The 
principal items are an $833,000 pay- 
ment on the railway purchase bonds 
and $275,875 interest on the balance 
due. The railway will be unable to 
make these payments without going on 
a warrant basis. In past instances 
where the line has gone on warrants 
the city has always been able to redeem 
its warrants. 


Puget Sound Property Must Use 
Railway Fund 


The United States Circuit Court of 
Appeals at San Francisco has rendered 
an opinion to the effect that the 1919 
tax on the railway properties of Seattle, 
Wash., must be paid by the city, but 
cannot be collected from the general 
fund. In effect, this means that the 
Puget Sound Power & Light Company, 
which sold the city the railway system, 
must look to the city railway fund 
for payment of the major portion of 
the tax for the year when the transfer 
was made. The tax, with penalties 
and interest, amounts to $545,370, and 
city officials are agreed that the city 
will pay this sum in railway utility 
warrants, as there are no funds avail- 
able to make payment in cash. Cor- 
poration Counsel T. J. L. Kennedy 
characterized the decision as a “sub- 
stantial victory” for the city on the 
ground that the court held payment 
could not be made from the city’s gen- 
eral fund. He stated that the city will 
contest any appeal by the company. 


United Railways to Dissolve 


The directors of the United Rail- 
ways Investment Company, New York. 
at a special meeting of stockholders 
called for Nov. 23, voted on a pro- 
posal to dissolve the company. United 
Railways Investment Company form- 
erly was the holding organization which 
controlled Philadelphia Company and 
allied organizations, including Du- 
quesne Light, but its holdings of com- 
mon stock were subsequently acquired 
by the Pittsburgh Utilities Corporation. 

Standard Gas & Electric Company 
having acquired control of United, an 
offer to minority shareholders of the 
latter was made, providing for the ex- 
change of United for Standard Gas. 


November 27,. 1926 


In excess of 97 per cent of the total 
outstanding common and_ preferred 
stock of the United Company has al- 
ready been exchanged for Standard 
Gas stock. Practically the only source 
of income of United Railways this year 
has been dividends received on stock 
owned in Pittsburgh Utilities. 

The United Railways directors have 
declared a dividend of 15 per cent on 
the preferred stock, payable on Nov. 22 
to stock of record the same date. 


Hears Abandonment Petitions 
for New York State 


Public Service Commissioner George 
R. Lunn held three public hearings on 
Noy. 23 on applications of the United 
Traction Company for abandonment of 
certain portions of its lines in the cities 
of Albany and Rensselaer, N. Y. The 
first application asked for the approval 
of a declaration of abandonment of the 
South Ferry Street line from the 
corner of South Pearl Street to Broad- 
way, Albany. This line has not been in 
use for several years, with the consent 
of the city. 


The two other petitions related to the 


lines in the city of Rensselaer, one 
known as the Aiken Avenue line and 
the other the Third Street line. The 
former has not been operated since the 
substitution of bus service in 1924 by 
the Capitol City Transportation Com- 
pany, Inc., whose buses are being op- 
erated over practically the same terri- 
tory as the old car line. 

Testimony was offered by the trac- 
tion company to show that the Third 
Avenue line is being operated at a loss 
with street cars and that it is proposed 


to substitute a bus line therefor with 
better results in earnings and service 
to be rendered and to abandon the use 
of the street railroad. 


Norwich Property Sold 


P. Leroy Harwood, a member of a 
bondholders’ committee of the Groton 
& Stonington Traction Company, Nor- 
wich, Conn., on Nov. 22 purchased the 
Groton & Stonington Street Railway 
and all its accoutrements for $50,000. 
He was acting as agent of the com- 
mittee at an auction sale of the prop- 
erty. The sale followed a foreclosure 
action brought by the bondholders’ 
committee, which secured a judgment 
in Superior Court. The Groton & Ston- 
ington Traction Company, which runs 
cars from the ferry line in Groton 
across the Thames River drawbridge to 
New London, practically controlled the 
Groton & Stonington Street Railway. 
The latter’s, line extended from the 
ferry line to’ Westerly. The status of 
both the Groton & Stonington Street 
Railway and the Groton & Stonington 
Traction Company was explained in the 
ELECTRIC RAILWAY JOURNAL, issue of 
March 13, 1926, page 464. 


Charleston Properties to Pass 
to Southeastern 


The merging of the companies con- 
trolling the railway, lighting and gas 
facilities at Charleston, S. C., was 
agreed upon at a meeting of the direc- 
tors of the companies on Nov. 16. The 
four companies, merged into one, will 
be known as the South Carolina Power 
Company. The purpose is to clear the 


Conspectus of Indexes for November, 1926 


Compiled for Publication in This Paper by 
ALBERT 8S. RICHEY 
Electric Railway Engineer, Worcester, Mass. 


Month| Year Since War 
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Street Rail Nov. | Oct. | Nov. } Nov. | May 
Fee enon 1996 1926 | 1925 | 1926 | 1925 
El pies 4:89 Ae Oak us z: 2 .e *The three index numbers 
7. : ov. ept. ct. A ; 
57 peated ced 1926 1925 1920 1924 marked with an asterisk are 
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Wag 1926 | 1926 | 1925 | 1920 } 1923 age street railway fare in all 
i513, = 100 226.3 782 222.8 232 _| 206.8 United States cities with a 
Am. Elec. Ry. Assn. Nov. ct. | Nov. July | May population of 50,000 or over 
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(Ble. Ry.) 1913 = 100| 203-7 | 202.9 | 202-4 | 256.4 | 167.4 Bees ad eae Cie at 
Eng. News-Record Ones) (aNrae | Stunesaneamee merc, BCCOTCINE *9 PODINA- 
aah, slat paeey be fos 1926 1925 1920 1922 tion. Street Railway Materials 
(General) 1913 = 100 | 219.8 | 209.8 | 206.0 | 273.8 | 162.0 index is relative average price 
U. S. Bur. Lab. Stat.| Oct. ee om sed orn of materials (including fuel) 
Wholesale C d-} 1926 925 9 ; i ra- 
ities 1913 = 100 | 149.7 |.250-5 | 157.6 | 246.7 | 238.3 | USCd im street railway opera 
Bradstreet Nov. 1 } Oct 1 | Nov. || Feb. 1 | June | Poo maintenance, 
ov. ns » 5, ; rR 
Wholesale Commod-| 1926 1926 1925 1920 1921 weighted according to aver- 
ities 1913 = 9.21 | 12.74 wit 14.32 | 20.87 | 10.62 age use of such materials. 
as Bur. Lab. Stat. | Oct. rit oe ats ee Wages index is relative aver- 
4 4 : 
F313 e100 160.0 | 158.5 | 161.6 | 219.2 | 138.7 ey eae 
Nat. Ind. Conf.Bd. | Oct. | Sept. | Oct. | July | Aug. pee S ing 
Cost of Living 1926 | 1926 | 1925 | 1920 | 1922 operators on 137 of the larg- 
1914 = 100 167 2 | 166.8 | 169.7 .5 | 154.5 est street and interurban rail- 
Steel Unfilled Orders} Oct. 31 Sates Oct. 31 July 31) July 31) ways operated in the United 
on cy Abely ae nae 1920 nae States, weighted according to 
= : : = aut : ——_ | the number of such men em- 
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Busi aes. Sept. | Oct. | Jan. | Aug. 
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way for the Southeastern Power & 
Light Company to take over the prop- 
erties. A meeting of the stockholders 
of the four companies has been called 
for Dec. 17, when the sale of the prop- 
erties will be ratified. 

At the meeting on Novy. 16 Philip H. 
Gadsden, president of the four com- 
panies, resigned. Stuart Cooper was 
elected president of the Charleston 
Consolidated Railway & Light Com- 
pany. B. A. Hagood was elécted presi- 
dent of the three other companies. 
They are the Charleston Consolidated 
Railway, Gas & Electric Company, the 
Charleston Gas Light Company founded 
in 1846, and the Charleston-Edison 
Light & Power Company. 


Preferred Claim by J. J. Heim 
Against Kaw Valley Disallowed 


An end appears to have been put to 
the litigation between Harry C. Jobes, 
receiver of the Kansas City, Kaw Val- 
ley & Western Railway, Bonner 
Springs, Kan., and Joseph J. Heim. The 
action was brought against Mr. Heim 
to set aside a contract entered into be- 
tween the company and him, under 
which $224,000 of first mortgage bonds 
were delivered to Mr. Heim in exchange 
for $212,000 of second mortgage bonds 
and $47,565 of defaulted second mort- 
gage interest coupons, and for the re- 
covery of $6,720 of interest paid to Mr. 
Heim on such first mortgage bonds. 

In its decree the United States Cir- 
cuit Court of Appeals sustained the 
finding of the lower court ordering Mr. 
Heim to return to the treasury of the 
company the $224,000 in principal 
amount of the first mortgage bonds is- 
sued to him shortly before the appoint- 
ment of a receiver for the company in 
1924. A petition for rehearing has 
been denied, and the protective com- 
mittee for the bonds announces that 
counsel for the defendant has signified 
that nothing further will be done, thus 
definitely settling the matter. With 
the return of the $224,000 of bonds to 
the company treasury, the outstanding 
amount has been reduced to $846,000, 
of which $812,600 has been deposited 
with the bondholders’ protective com- 
mittee. 


Holland Line Abandoned 


Service on the Grand Rapids, Holland 
& Chicago Railway, a 43-mile line ex- 
tending between Grand Rapids and 
Saugatuck, Mich., was abandoned on 
Nov. 15. The line, which constitutes 
the northwestern division of the Michi- 
gan Electric Railway, was in operation 
for the past quarter century. It is said 
that many residents in the vicinity are 
unable to believe that some measures 
will not be adopted looking toward its 
preservation. Heavy inroads by ‘the 
motor truck and passenger bus into 
this once important artery in transpor- 
tation have been partly responsible for 
the shutting down of the railway. One 
year ago the company established one- 
man car operation, but still the cost of 
service far exceeded the revenues. 

The Consumers Power Company pur- 
chased the right-of-way of the line 
recently from the Heyman-Michael 
Company, Chicago, which obtained it 
at the foreclosure sale in federal court. 
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Included in the foreclosure sale were 
ten passenger and four freight cars. 
The equipment, it is expected, will be 
scld piecemeal. The financial affairs 
of the company were reviewed in the 
issue of the ELECTRIC RAILWAY JOURNAL 
for Oct. 30, page 825. 


Slight Gains Shown by Detroit 
Municipal Railway 


The balance for October, 1926, re- 
ported by the Detroit Municipal Rail- 
way, Detroit, Mich. was $48,663, 
compared with $47,871 for the similar 
month in 1925. For the year ended 
Oct. 31, 1926, the balance was $635,119, 
compared with $548,227 for the year 
ended Oct. 31, 1925. The statement 
of earnings covering the periods men- 
tioned is contained in the accompany- 
ing tabular presentation. 


Tennessee Companies Protest 
Separate Valuation 


The East Tennessee Electric Com- 
pany and the Johnson City Traction 
Company recently filed a petition be- 
fore the State Railroad and Public 
Utilities Commission protesting the 
commission’s order of Sept. 23 which 
permitted an increase in Johnson City, 
Tenn., fares from 5 to 7 cents but also 
refused to consider the value of the 
companies as one unit. 

The petition, called attention to the 
statement of the commission in the 
certiorari case pending in the Circuit 
Court of Davidson County in which it 
was stated that the combined value of 
the property had not been fixed: the 
two petitioners being separate and 
distinct corporations, the value of the 
Tennessee Eastern Electric Company 


INCOME AND STATISTICAL STATEMENT OF THE DEPARTMENT OF STREET RAILWAYS, 
CITY OF DETROIT 


Income 


Operating Revenue: 


Railway operating revenue.......-....0.0..-02se00s 
Coach operating revenue.....-...-- +--+ -2ees-esces-e 


Total operating revenue 
Non-operating tnedmezsoes 5 2/5. es nie ga tee Pe 


Total revenue from all sources.........-....---- 
Operating Expenses: 

Railway operating expenses.......-.....--.--..--.-> 

Coach operating expenses....... 


Deu 
Taxes assignable to cperation................-...+.-- 
Other deductions: .<s.0. 5450. =. aa sScnn eee 
Interest on funded debt: 


On purchase bends....... TREE Se ne Oe 
On construction bonds.....-.....-..-.-.-.-.- 4s 
On additions and betterments ego Oe ne aeons 
On purchase contract (D. U. 


Total interest...........-. Pa So Htcn (= Sie 
Totsl deductions... «\ <5 6% snes eee ere 


Net Inoome, 5.25 os. 5" bs So eee were Pe 
Disposition of Net Income: 


Sinking Funds: 
For purchase bonds....... 
For construction bonds... . 
For additions and betterments bends 
For sage contract (D. U. R 


Statistics: 
Railway revenue car-miles..............2-.02-02-008 
Coach revenue coach-miles............-.-.+-.-+-+-- 


ilway revenue SSS Sete seine = tase les cae nee 
Railway transfer passengers...........-.-..-s.+---- 
Rajlway total passengers. .Sce'ai< des oe ieee ees 
Coach revenue passengers. ......-......-2-00--e-eee 
Coach transfer passengers. ..........-----00ee secre 
Coach ‘total passengers: 2-5 os a Sls eel 
Total revenue and transfer passengers. . aa 
Railway operating revenue per car-mile, AO eae eh 
Coach operating revenue per coach-mile, cents........ 
way operating expenses per car-mile, cents........ 
Coach operating expenses per nnn ee cents oss < «ss 
Railway operating revenue per car-hour.. oe 
Coach operating revenue per coach-hour. . 
Railway operating expenses per car-hour. . 
Coach operating expenses per coach-hour 
Ratio of transfer passengers to revenue passengers... 
TALWAY; DCE CONG. ook wis nics Bak catene abs anes 
Ratio of transfer passengers to revenue passengers. . 
each, per cent. 2 65.0.6 eee see tee nee ben 
Railway revenue passengers per car-mile operated..... 
Railway transfer passengers per car-mile operated 
Total railway passengers per car-mile operated........ 
Ceach revenue passengers per coach-mile operated... 
Coach transfer passengers per coach-mile operated... .. 
Total coach passengers per coach-mile operated....... 
Ratio of railway operating expenses to railway operating 
TOWER: De GONG. 665 ss dininsne natin ee ae eels 
Ratio of coach operating expenses to coach operating 
POveENtan, per Gent: 07.5 6. swe ee wk oe eens 


Monthof Monthof Year Ended Year Ended 
October, October, Oct. 31 Oct. 31, 
1926 1925 1926 1925 
$1,849,526 $1,977,316 $22,936,219 $21,983,553 

247,308 99,532 1,890,462 594,556 
$2,096,835 $2,076,849 $24,826,681 $22,578,109 
4,084 19,018 261,436 180,418 
$2,120,919 $2,095,867 $25,088,118 $22,758,528 
$1,398,224 $1,502,578 $17,302,438 $16,100,047 
225,656 93,971 1,852,673 577,149 
$1,623,881 $1,596,549 $19,155,112 $16,677,196 
$497,038 $499,318 $5,933,005 $6,081,331 
$62,888 $58,213 $715,545 $708,944 
aks See h eee Matai ss. at 5 935 
12,518 12,998 150,673 156,325 
66,745 66,745 785,875 785,875 
18,727 15,945 231,129 111,887 
66,654 71,750 804,690 864,776 
$164,645 $167,439 $1,977,367 $1,918,364 
$227,533 $225,652 $2,687,913 $2,628,243 
$269,505 $273,665 $3,245,092 $3,453,087 
$11,295 $11,295 $133,000 $133,000 
44,139 48,525 528,340 571,351 
13,589 14,155 161,114 412,990 
151,816 151,816 1,787,518 1,787,518 
$220,841 $225,793 $2,609,972 $2,904,859 
$48,663 $47,871 $635,119 $548,227 
4,212,281 4,752,077 54,331,172 51,278,694 
97,242 450,642 8,050,588 2,494,030 
424,384 506,737 5,660,527 5,544,026 
96,528 47,126 06,030 260,814 
29,345,502 31,658,874 345,691,174 350,529,071 
10,260,133 10,858,997 127,343,566 120:773,485 
39,605,635 42.517.871 493,034'740 471,302,556 
2,749,754 1,217,449 22,526,916 7,844,683 
39,964 72,074 1,742,702 189,125 
2,989,718 1,289,523 24,269,618 8,033,808 
42,595,353 43, Sit 394 517,304,358 479°336.364 
43.90 -61 42.22 42. 85 

24. 80 3708 23.48 23.84 
33.27 31.62 31.85 31.39 
22.63 20.85 23.01 23.14 
$4.36 $3.90 $4.05 $3.96 
$2.56 $2.11 $2.35 $2.28 
$3.29 $2.97 $3.05 $2.90 
$2.34 $1.99 $2.30 $2.21 
34.96 34.30 34.82 34.45 
8.73 m3 Zid 4 coe s > 

6.97 6.66 6.73 6.83 
2.43 2.29 2.34 2.36 

9.40 8.95 9.07 9.19 

2.76 2.70 2.80 3.15 

0.24 0.16 OL ZR ieee 

3.00 2.86 3.01 3.22 

5.60 75.99 75.44 73.24 

Sir 25 94.41 98.00 97.07 


being $2,500,000 and the value of the 
property of the Johnson City Traction 
company being $225,000. Another 
statement says the value will be con- 
sidered separately. 

The attorneys said the company has 
not availed itself of the opportunity 
to increase rates because it feels that 
great injury has been done in the same 
order which refused to consider the 
value of the companies together. 


Special Master Considers 
Denver & Interurban Case 


When the case of the Denver & Inter- 
urban Railroad, electric subsidiary of 
the Colorado & Southern Railroad, 
came before Judge J. Foster Symes in 
the Federal District Court at Denver re- 
cently he appointed John H. Gabriel, a 
Denver attorney, special master in 
chancery to confer with William H. 
Edmunds, the receiver, and report his 
findings. 

The road operates between Denver 
and Boulder and the court informed 
representatives of the intermediate 
cities that it would permit them to re- 
new their pleas of intervention, but that 
none of the cities, with the exception 
of Boulder, had any contract with the 
company which guaranteed service to 
them by the railroad. 

The Guaranty Trust Company, New 
York, trustee under the mortgage se- 
curing an issue of $1,079,663 of first 
mortgage 6 per cent gold bonds, is 
seeking to foreclose that lien. 


New Directors Elected.— Two new 
directors were elected at a recent meet- 
ing of the Key System Transit. Com- 
pany, Oakland, Cal. The new men are 
F, Bruce Maiden, Oakland real estate 
operator, and Herbert E. Clayburg of 
J. Barth & Company, bond house of 
San Francisco. Mr. Maiden replaces 
Joseph F. Carlston and Mr. Clayburg 
takes the place of Miles Standish. 


Line Earns $19,000.—The net earn- 
ings of the Municipal Railway of South 
Jacksonville, Fla., for the fiscal year 
1925-1926 were $19,000. An announce- 
ment to this effect was made recently 
by City Clerk Holsonback upon receipt 
of the report of September the final 
period of the year. The earnings for 
the year are nearly three times the 
total of the fiscal year previous. It is 
said that the success of the South 
Jacksonville project has led to the’ dis- 
cussion of plans for its further exten- 
sion and installation of a bus system. 

Cincinnati Reports Surplus.—After 
deducting operating expenses and all 
fixed charges for the month of October, 
the Cincinnati Street Railway, Cincin- 
nati, Ohio, accrued a surplus of $6,987 
in a report submitted to Edgar Dow 
Gilman, Director of Street Railroads 
and Motor Buses. The surplus for 
October with that for September, which 
amounted to $6,093, will be allotted to 
the fare surplus fund. In a state- 
ment accompanying the report Mr. 
Draper said that the report for October 
would compare more favorably with 
that for September except for the fact 
that a further increzse in the rate of 
pay of the company’s employees be- 
came effective Oct. 1. thus adding $10,- 
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~ 000 to the operating expenses for the 


month. Losses from motor buses dur- 
ing October were $13,913, which is ap- 
proximately $1,500 less than the loss in 
September. The loss would have been 
smaller were it not for an increase in 
pay to motor coach operators, effective 
on Oct. 1. 


Would Abandon _ Service. — With 
operating expenses of its passenger de- 
partment for the past two years $2,000 
in excess of revenues, the Chicago, Har- 
vard & Geneva Lake Railway, operat- 
ing for the past 28 years between Har- 
vard, Ill., and Lake Geneva, Wis., has 
asked the Wisconsin Railroad Commis- 
sion and Illinois Commerce Commis- 
sion for permission to abandon service 
because of lack of patronage. Freight 
service, however, would be continued, 
according to the company’s petition. 
The line extends 18 miles. 


No Action on Brooklyn Proposal.— 
Action by the Brooklyn City Railroad, 
Brooklyn, N. Y., toward authorizing the 
ehanges in capital structure to which 
reference was made in the JOURNAL for 
Noy. 20 was put over until Dec. 7. 


Messrs. Hadley, Winthrop = and 
Fletcher on Engineers Board. — Dr. 
Arthur T. Hadley, president emeritus 
of Yale University; Beekman Winthrop, 
of Robert Winthrop & Company, and 
Andrew Fletcher, Jr., of W. & A. 
Fletcher Company, have been elected to 
the board of the Engineers’ Public 
Service Company, thus filling the 
vacancy caused by the death of C. 
Chauncey Stillman and increasing the 
board’s membership from thirteen to 
fifteen. This company was sponsored 
by Stone & Webster and controls 
among other properties the Virginia 
Electric & Power Company, Key West 
Electric Company, Eastern Texas Elec- 
tric Company, El Paso Electric Com- 
pany, Savannah Electric & Power Com- 
pany, and the Baton Rouge Electric 
Company. 


Service Ceases.—The Coal Belt Elec- 
tric Railway, operating from Marion io 
Herrin and Carterville, Ill., as a pas- 
senger and freight line, quit business at 
midnight on Nov. 15. The Illinois 
Commerce Commission had approved 
the cessation. The Coal Belt is a 
14-mile line. 


Greater Deficit on I. R. T.—For the 
three months ended Sept. 30, 1926, the 
total revenue from all sources of the 
Interborough Rapid Transit Company, 
New York, N. Y., was $13,345,856, a 
decrease of $875,675 over the corre- 
sponding period of last year. Expen- 
ditures for operating and maintaining 
the property increased $540,507. Taxes 
payable to the city, state and the 
United States increased $91,191.34. 
Rentals and other income deductions in- 
creased $31,553. The net result for the 
three months was a deficit of $2,212,- 
658. This is $1,538,928 greater than 
the deficit for the corresponding period 
of last year. The comparison with last 
year is influenced by the strike during 
the month of July of this year, as well 
as the fact that in July of last year 
there was a lump sum payment of 
$770,000 on account of the new adver- 
tising contract, against which there was 
no similar payment this year. 
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J. F. Shaughnessy Heads 


Commissioners 


Chairman of Nevada Body Elected at 
Asheville to Be the President of 
National Regulatory Body 


John F. Shaughnessy, an active par- 
ticipant in the work of the National 
Association of Railroad and Utilities 
Commissioners and chairman of the 
committee on railway rates of that 
association from 1920 to 1924, was 
elected president of that body at the 
meeting in Asheville, N. C., Nov. 9-12. 
He was formerly first vice-president 
of the association and before that, at 
the meeting in Phoenix, Ariz., in 1924, 
was made second vice-president of that 
body. 

Mr. Shaughnessy is chairman of the 
Public Service Commission of Nevada. 
He has been a strong proponent of 
state jurisdiction on the principle that 
it is beneficial to the utility to keep 
regulation close to the community 


© Bachrach. 
J. EF. Shaughnessy 


served. He appreciates the limitations 
imposed on busy operating officials and 
the difficulties encountered in consider- 
ing state lines, but has consistently 
maintained that, in the formation of 
general policies, executives and attor- 
neys of operating companies must con- 
sider the problems of the individual 
states served and must recognize state 
lines to the extent of so forming gen- 
eral policies as to take into considera- 
tion the interests and problems of the 
individual states served. 

Mr. Shaughnessy was born in Osh- 
kosh, Wis., in 1874. He attended pub- 
lic and high schools at Poynett, Wis. 
He entered railway service as brake- 
man on the Chicago, Milwaukee & St. 
Paul Railway on the La Crosse Division 
in 1891, continued as a brakeman in the 
train service 13 years and then went to 
Santa Fé in train service between Chi- 
cago and Fort Madison, Iowa. In 1894 
he left the Santa Fé to go to Fort 
Worth, Tex., with the Fort Worth & 


Texas Railrcad. There he served as 
brakeman, conductor, trainmaster and 
division superintendent, respectively. 
For a while he was responsible for con- 
struction work on his division, in 
charge of more than 450 miles of the 
railroad between Fort Worth and Tex- 
line. He continued in this capacity 
until 1903, when he went to the South- 
ern Pacific as assistant superintendent 
on the division from Ogden, Utah, to 
Sparks, Nev. There he remained for 
three years. In March, 1907, he was 
appointed to be Public Service Com- 
missioner of the state and since 1918 
has served as chairman of that com- 
mission. 


F. W. Funk Chief Electrical 
Engineer at Youngstown 


Frank W. Funk has been appointed 
chief electrical engineer of the Pennsyl- 
vania-Ohio Electric Company, Youngs- 
town, Ohio, to fill the vacancy caused 
by the resignation of George A. Iler. 
The office now assumed by Mr. Funk is 
in addition to his duties as assistant 
to General Manager McCalla. 

Mr. Funk became connected with the 
company at Youngstown as electrical 
engineer early in 1914 and continued 
in that capacity for three years, when 
he was appointed resident engineer for 


-the Republic Engineers, Inc. Two years 


later, with C. I. Crippen, he formed 
the firm of Crippen & Funk, consulting 
engineers, and continued in that work 
till his return to Youngstown a year ago. 
He was graduated from Ohio State 
University in 1908 and joined the en- 
gineering forces of the West Penn 
Power Company at Connellsville and 
later the development staff of the 
Westinghouse Electric & Manufactur- 
ing Company. After many interesting 
engineering jobs with Westinghouse, 
Mr. Funk in 1912 returned to the util- 
ity field as assistant electrical engineer 
of the Northern Ohio Traction & Light 
Company, where he participated in the 
design and construction of the Gorge 
power station. He continued with the 
N.O.T., as the Akron property is known, 
till he went to Youngstown in 1914. 


Personnel of Puget Sound 
Bus Companies 


Col. M. D. Mills has been placed 
in charge of the motor coach lines in 
the southwestern district affiliated with 
the Puget Sound Power & Light Com- 
pany, Seattle, Wash., with the title of 
general superintendent of motor trans- 
portation. He had charge of motor 
transport work in the A.E.F. The 
new superintendent became connected 
with the Puget Sound companies in 
1923. Since that time he has been 
with the Yellow Manufacturing Salaes 
Corporation of Chicago. 

The operation has been divided into 
two divisions—a southern division, in 
charge of H. R. Leigh, and a northern 
division, in charge of Joseph. H. Lyons. 
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The maintenance of the stages will be 
operated by a third division of this de- 
partment in charge of B. H. Steeg, who 
will be superintendent of equipment, 
with headquarters at Tacoma, and who 
will have charge of the shops and 
garages. Mr. Steeg is a newcomer, hav- 
ing previously been with the White and 
Yellow Coach Companies. William L. 
McCredie, formerly engineer for the 
Puget Sound Electric Railway and 
Tacoma Railway & Power Company, 
has been made assistant to the general 
superintendent of motor transportation. 


Mr. Gadsden Withdraws from 
Charleston Company 


Philip H. Gadsden has resigned as 
president of the Charleston Consoli- 
dated Railway & Lighting Company, 
Charleston, S. C., as part of a plan 
under which control of the company 
there will pass to the Southeastern 
Power & Light Company. Mr. Gadsden 
is vice-president of the United Gas Im- 
provement Company and former presi- 
dent of the American Electric Railway 
Association. He was born at Charles- 
ton in 1867, was admitted to the bar 
in 1890 and-practiced law in that city 
for more than fifteen years before he 
entered the public utility field. The 
United Gas Improvement Company, to 
the affairs of which Mr. Gadsden has 
lately been giving much of his time, 
was a large holder of stock of the com- 
pany at Charleston. 


L. F. Loree Awarded Holland 
Society Medal 


L. F. Loree, president of the Dela- 
ware & Hudson Company, the United 
Traction Company, Albany, N. Y.; the 
Hudson Valley Railway, Glens Falls, 
N. Y.; the Troy & New England Rail- 
road and a director and officer of many 
other corporations, is the recipient of 
the 1926 medal of the Holland Society 
of New York, awarded annually to the 
person who, in the estimation of the 
society, has done most to promote the 
welfare of mankind in his own partic- 
ular field. 


S. M. Cooper 
New Charleston Head 


Stuart M. Cooper has been elected 
president of the Charleston Consoli- 
dated Railway & Lighting Company, 
Charleston, 8. C., to succeed Philip H. 
Gadsden under a plan by which owner- 
ship of the property at Charleston will 
pass to the Southeastern Power & 
Light Company. He has been first vice- 
president at Charleston. Mr. Cooper 
was graduated from Syracuse Univer- 
sity as an electrical engineer. Early in 
his professional career he served as as- 
sistant engineer of the Syracuse Light- 
ing Company. Later he was in turn 
assistant construction engineer, statis- 
tician and distribution engineer of the 
New York & Queens Electric Light & 
Power Company, operating on Long 
Island. He next became engineer of dis- 
tribution of the Counties Gas & Elec- 
trie Company, Norristown, Pa., and 
later assistant to the electrical engineer 
of the United Gas Improvement Com- 
pany. 
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J. J. Coleman Honored Again 


Another honor has been conferred 
upon Jilson J. Coleman, vice-president 
and general manager of the Scranton 
Railway, Scranton, Pa., and one of the 
oldest living executives in point of serv- 
ice in the street railway systems of the 
United States. At the Nov. 19 meeting 
of the executive committee of the Penn- 
sylvania Street Railway Association, 
held at Philadelphia, Mr. Coleman was 
unanimously elected president to suc- 
ceed Frank Phillips, resigned. 

Prior to 1920 Mr. Coleman’s activities 
in the railway field escaped fairly well 
the limelight, but in that year he be- 
came the general manager at Scranton, 
and then his long and varied career was 
flashed as if in kaleidoscopic view be- 
fore the railway world. The new gen- 
eral manager had just spent two years 
as district engineer of the passenger 
transportation division of the United 


J. J. Coleman 


States Shipping Board, Emergency 
Fleet Corporation, under A. Merritt 
Taylor, former traffic commissioner of 
Philadelphia. In this position he was 
responsible for providing adequate 
transportation for shipworkers in the 
territory extending from Boston to 
Houston, 

Forty-four years ago, when horse 
cars and mule cars were the order of 
the day, a young man became railway 
clerk in Louisville, Ky., in the Central 
Passenger Railway. With the fire in 
him to succeed, he worked his way up 
to chief clerk and then managed the 
lines in New Albany, Ind. When he 
later moved to Cleveland, Ohio, the 
stage was set for his association with 
Tom L. Johnson, a romantic figure 
of that city, whom he assisted in 
the electrifying of the horse car 
lines there. Mr. Coleman later, with 
the co-operation of some of his own 
clan and that of the Johnsons, built 
the lines from Allentown to South 
Bethlehem and from Allentown to 
Catasauqua, now included in the system 
of the Lehigh Valley Transit Company. 
The company at Allentown, which was 
financed by R. T. Wilson & Company, 
purchased the lines from Allentown to 
Bethlehem and consolidated the two 
companies. They next rehabilitated the 
Yonkers system, and in 1895 started 
the Nassau Electric Railroad, Brooklyn, 
N. Y., now included in the Brooklyn- 
Manhattan Transit System. 
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Such activity might have sufficed for 
the output of ordinary men, but Mr. 
Coleman had never really been a mem- 
ber of that class. He next managed 
the consolidation of the St. Louis 
and Washington systems for Brown 
Brothers, bankers of New York, and 
then constructed the line of the New 
Jersey & Pennsylvania Traction Com- 
pany between Trenton and Princeton, 
which had been started by Albert L. 
Johnson. In addition he investigated 
the railway properties of Pittsburgh, 
St. Louis, Washington, San Francisco, 
Indianapolis and Baltimore. 

Something of the appreciation felt 
for Mr. Coleman was noted in the 
spring of last year, when he was pro- 
moted to the position of operating vice- 
president by A. E. Fitkin, who, under 
the General Engineering & Manage- 
ment Corporation, purchased the Scran- 
ton Railway. Mr. Coleman at that time 
was retained to continue his duties as 
general manager. In this post he has 
charge of a system of railway lines 
83 miles in extent and a co-ordinated 
bus system operating in the heart of 
the hard coal district of Pennsylvania. 


E. B. Williams Advanced 


E. Bryan Williams has been appointed 
associate superintendent of transporta- 
tion of: the first division of the United 
Railways, St. Louis, Mo., with head- 
quarters at Newstead Station. This 
appointment brought to light the short 
but ambitious career of a young man 
from a Missouri village who made his 
own way through Washington Univer- 
sity, was recommended for a trip to 
the laboratories at Schenectady, en- 
gaged in research work for the Union 
Electric Company, St. Louis, and later 
became affiliated with the United Rail- 
ways in the auditing and accounting 
department. He has also worked in the 
power and transportation departments. 


W. O. Haymond has been made man- 
ager of the Muncie district of the In- 
diana Service Company, supplying elec- 
tric light, power and railway service 
to that city. He succeeds Roy L. Thur- 
man, resigned. Mr. Haymond has been 
in the service of the Indiana company 
23 years. 

John W. Campbell is to be appointed 
by Gov. Sam A. Baker of Missouri 
secretary of the State Public Service 
Commission to succeed State Senator 
Larry Brunk, Aurora, who has been 
nemed secretary of the newly formed 
Workmen’s Compensation Commission 
for Missouri. Mr. Campbell will as- 
sume his new duties on Jan. 1, but until 
that time will be employed by the com- 
mission in some other capacity. 

B. H. Kroger, banker and chain store 
merchant, has been nominated by 
Mayor Seasongood of Cincinnati to be 
a member of the Cincinnati Rapid 
Transit Commission. It was under- 
stood that the Mayor had consulted the 
members of Council privately before 
announcing the appointment. Mr. 
Kroger will take the place of E. H. 
Dornette, whose term has expired. Mr. 
Kroger will be the first member of the 
commission to serve under the law 
without receiving a salary. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Self-Regulation of Business 
Object of Chicago Meeting 


Plans for carrying out the national 
program for the elimination of costly 
trade abuses and unethical business 
practices, which has for its object the 
eventual complete self-regulation of 
American business, will be outlined at 
a meeting of the National Trade Rela- 
tions Committee of the United States 
Chamber of Commerce to be held in 
Chicago on Dec. 3. 

Encouraged by the progress reported 
at a meeting held a few weeks ago, at- 
tended by representatives of 29 trade 
associations, the committee is prepar- 
ing to extend its activities by working 
out a specific course of action. To this 
end, a detailed plan of procedure will 
be submitted by A. Lincoln Filene, Bos- 
ton, the chairman of the committee. 

The plan proposes practical methods 
for the formation within the various 
trades of joint trade relations commit- 
tees composed of manufacturers, whole- 
salers and retailers. 

Conditions which suggest the need 
for such trade relations committees to 
take the lead in adjusting controversies 
in the individual trades and in estab- 
lishing business standards will be dis- 
cussed by members of the national com- 
mittee with representatives of trade 
associations with headquarters in the 
central states. 

As a further step toward organizing 
its activities, a resolution defining the 
scope of its program has been prepared 
as a guide for the work of the commit- 
tee. The resolution emphasizes partic- 
ularly that “the purposes and efforts 
of the National Trade Relations Com- 
mittee and Joint Trade Relations Com- 
mittee shall be confined to the abate- 
ment of such unethical practices as are 
not contemplated by the Federal Trade 
Commission and as are not generally 
regarded as illegal.” 


New Rectifier Substation Opened 
by Gary Railways 


As a result of an exhaustive study 
of its performance on other light-load 
interurban lines, the Gary Railways, 
Gary, Ind., recently installed a mercury 
are rectifier in its new 500-kw. auto- 
matic substation at Woodville Junc- 
tion, Ind. The machine was built by 
the American Brown Boveri Company, 
Camden, N. J. 

The new substation represents an in- 
vestment of approximately $33,000. It 
is the principal power distributing cen- 
ter on a 25-mile interurban line run- 
ning between Gary and Valparaiso and 
replaces a portable substation that has 
been carrying the load on this line ever 
since the company’s old rotary con- 
verter substation at Goodrum was 
burned last year. The rectifier is the 
first device of its kind ever to be em- 


ployed on the Gary Railways and will 
supply energy to the Valparaiso divi- 
sion only, over which light-weight, one- 
man cars are operated on a two-hour 
headway. 

On account of the relatively light 
load, it is expected that the mercury 
are rectifier will bring about a consid- 
erable improvement in operating con- 
ditions and will tend to cut down 
operating and maintenance costs. 


Record Made by Oldest Roller 
Bearing Car 


Car No. 201 of the Peoples Rail- 
way, Dayton, Ohio, equipped with 
Rollway journal bearings, was placed 
in service March 31, 1912, and made 
90,000 miles during the first two years 
without any attention. These bear- 
ings were replaced in November, 1914, 
with bearings of an improved design, 
and these have been in operation ever 
since. The operating men like this 
car and it is reported as being in 
almost continuous service. It is be- 
lieved ‘that this is the oldest roller- 
bearing rail car that is still in regular 
operation. 


Replacement: Business in 
Tires Good 


Solicitation of spring dating orders 
from tire dealers, which started on 
Nov. 15, is expected to stimulate manu- 
facturing schedules during the normally 
dull winter months. During the past 
month production of tires has been 
gradually diminishing, owing to a slow- 
ing up in the retail field, as well as in 
orders from the automobile, bus and 
truck manufacturers for original equip- 
ment. Dealers have continued to place 
good sized orders for bus tires, but the 
bus manufacturers have not been buying 
as heavily as formerly. 

More talk is heard in the tire indus- 
try about the so-called evil of selling 
tires to bus operators on a mileage 
basis, but those opposed to it seem to be 
making little progress toward correct- 
ing the practice. Some manufacturers 
are even guaranteeing their tires to 
give as high as 30,000 to 40,000 miles 
service. Some years ago tires sold to 
the general public had a mileage guar- 
antee, but the policy was abandoned 
because of its impracticability and pat- 
ent injustice to the manufacturer and 
dealer. Many authorities say the same 
situation seems to have arisen in the 
bus tire field. 

Radical changes in the future manu- 
facturing process of tires and inner 
tubes are seen in a new development in 
compounding, milling and vulcanizing 
rubber. Engineers are said to have 
demonstrated that tubes made by the 
process wear longer than others, al- 
though less crude rubber is used in 
their composition. As yet no practical 
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way has been found for adapting the 
process to the manufacture of casings, 
but experiments are being continued 
along this line. 


Graham Brothers’ Nine 
Months Record 


Sales of Graham Brothers’ motor 
coaches and trucks during the first 
nine months of this year were 78.4 per 
cent greater than the record for the 
first nine months of last year. Total 
sales for the first nine months were 
29,336 units. 

From the very beginning, according 
to a statement by the manufacturer, 
sales of Graham Brothers’ truck and 
motor coaches have shown steady in- 
creases. In a statement made by them 
Graham Brothers say a total of 1,086 
units in 1921 marked their initial sale. 
Sales in 1922 of 3,401 units was an in- 
crease of 213 per cent over the first 
year, while a total of 6,971 units in 
1923 was an increase of 105 per cent 
over the previous year. Sales in 1924 
of 10,791 showed another gain of 55 per 
cent over the year before, while in 
1925 this record was again shattered 
with a total sale of 24,056 units, an 
increase of 123 per cent over 1924. 


A.C.F. Small Bus Coming 


With the number of News Regarding 
Transportation for November, the 
American Car & Foundry Company 
started another valuable service and 
from time to time hereafter will dis- 
cuss some particular phase of trans- 
portation which is vital to modern 
economic life. In addition, a summary 
of the most important railway develop- 
ments will be presented in clear, under- 
standable manner. 

One of the things the company does 
is to explain why the company entered 
the motor field. It says that the first 
practical result from the formation of 
the American Car & Foundry Motors 
Company was the winning of a con- 
tract to furnish 50 buses for the serv- 
ice operated by the city of Detroit. The 
company’s program now contemplates 
the production of a small bus such as 
an eighteen-passenger parlor car or 
21-passenger street car, and also a line 
of four or five truck models. Details 
of these are now being worked out at 
the company’s Detroit plant. 

It is explained that the first step 
taken by the company toward establish- 
ing the new bus activity was to look 
about for an existing motor bus and 
satisfactory engine. It found the bus 
in the Fageol safety coach and dis- 
covered also that one of the principal 
factors in Fageol efficiency was the en- 
gine—the Hall-Scott motor. So these 
two companies were acquired by the 
American Car & Foundry Company 
through the formation of the American 
Car & Foundry Motors Company, the 
stock of which was exchanged for that 
of Fageol and of Hall-Scott Motors. 
During these preliminary negotiations, 
it became apparent that the J. G. Brill 
Company, Philadelphia, was also in 
search of an efficient motor bus and 
engine which it could supply to its 
customers. The American Car & 
Foundry Company and the J. G. Brill 
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Company were in no sense competitors, 
but it chanced that about the same time 
they were both seeking the opportunity 
to furnish the same sort of service to 
their respective patrons. So it was that 
they joined forces, and the combina- 
tion was effected by the formation of 
the Brill Corporation, whose stock was 
issued in exchange for that of the 
American Car & Foundry Motors Com- 
pany and the J. G. Brill Company, the 
control of the Brill Corporation stock 
resting with the American Car & 
Foundry Company. 


Rolling Stock 


Pennsylvania Railroad, Philadelphia, 
Pa., is reported to be contemplating the 
purchase of 60 multiple-unit cars, pre- 
sumably for service in connection with 
the Philadelphia - West Chester - Wil- 
mington electrification upon which the 
company is now engaged. 

Jacksonville Traction Company, 
Jacksonville, Fla., contemplates, as 
part of its plan for extending and im- 
proving that property under a new 
franchise now under negotiation, pur- 
chasing fifteen new double-truck cars at 
an estimated cost of $225,000 and 
seven buses at a probable cost of 
$46,000. 


Lincoln Traction Company, Lincoln, 
Neb., has purchased twelve 25-pas- 
senger Mack coaches and two 21-pas- 
senger Studebaker coaches. The two 
Studebakers and six of the Macks have 
already been received and operation has 
been started on the South Fourteenth 
Street and penitentiary and the agri- 
cultural college and University Place 
lines. 

Portland Electric Power Company, 
Portland, Ore., will purchase eight 
buses before Feb. 15 for use on the 
Ross Island bridge line, now almost 
completed. The new service will cover 
southeastern Portland, a district here- 
tofore not adequately provided with 
public transportation. 


Youngstown Municipal § Railway, 
Youngstown, Ohio, will negotiate for 
the immediate purchase of five new 
buses. Traction Commissioner Engle 
stated recently that peak service re- 
quired 50 buses, that it controlled 51 
vehicles, but that at present it was 
without any excess capacity in 
vehicles. 


Metal, Coal and Material Prices 


Metals—New York Nov. 23, 1926 
Copper, electrolytic, cents perlb...... 2 13.475 
opper wire, cents per Ib............ 16.00 
Lead, centsperlb...............0-5- 8.00 
Zino, cents per Ub sis 2 !oa 3s Sas a 7.52 
Tin, Straits, cents perlb...............--- 72.375 

Bituminous coal, f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 

Roads, BOOMEUIEES. «aio h Wan ote seme $8.125 
Somerset minerun, Boston, net tons........ 2.625 
Pittsburgh mine run, Pittsburgh, net tons. . . 2.425 
Franklin, Ill_, screenings, Chicago, net tons 1.875 
Central, Ill., screenings, Chicago, net tons... 525 
Kansas screenings, Kansas City, net tons... . 2.35 
Materials 
Rubber-covered wire, N. Y¥., No. 14, per 

ROD S60... Soo ho aid nk ieee Tee $6.00 
Weatherproof wire base, N.Y., cents per lb. 17.50 
Cement, Chicago net prices, without bags. . . 2.10 
Linseed oj: (5-bbl. lots), N. Y., cents per lb.. 11.2 
ee in oil (100-lb. keg), N. Y., cents 

be nivkaigipe Mie cieie amass se eens 4.75 

Turpentine (bbl. lots), N. Y., per gal........ $0.89 


. 


Municipal Railway, San Francisco, 
Cal., contemplates purchasing fifteen 
more cars. Track of the matter was 
for a time almost lost in the byways of 
officialdom. Several weeks ago the 
necessary appropriation was held up by 
Chairman James B. McSheehy of the 
finance body due to a bonus clause ia 
the contracts, but it has since been de- 
cided to let the contracts and permit 
cars to be built as soon as possible. City 
Attorney John J. O’Toole advised the 
committee that new contracts would 
have to be awarded if the offending 
clause was stricken out. Moreover, the 
finance committee of the Board of Su- 
pervisors has approved an appropria- 
tion of $100,000 to purchase motors for 
the new rolling stock. 


Trade Notes 


American Brown Boveri Electric 
Corporation, New York, N. Y., has an- 
nounced that W. R. Foster, formerly 
sales engineer with the Bridgeport 
Brass Company, Bridgeport, Conn., has 
joined its staff to engage in sales pro- 
motion activities. He will be located at 
165 Broadway, New York City. He is 
a graduate of Columbia University in 
engineering. 

Ohio Brass Company, Mansfield, 
Ohio, has established new quarters for 
its San Francisco and Los Angeles 
branch offices. The new address of the 
San Francisco office is Room 531-532- 
533. Matson Building, 215 Market 
Street, telephone Davenport 9383. The 
Los Angeles office location is Room 508 
Subway Terminal Building, 417 South 
Hill Street, telephone Mutual 3506. In 
both of these cities the company will 
continue to carry ample stocks of its 
various products for the convenience of 
the Western trade. 


George T. Marchmont has been ap- 
pointed Southern district manager of 
the Graybar Electric Company, New 
York, N. Y. Mr. Marchmont’s head- 
quarters will be at Atlanta, Ga. Until 
the announcement of his present ap- 
pointment was made he was manager of 
the branch office at Richmond, Va. Mr. 
Marchmont succeeds Howard Hall, who 
has been promoted to the staff of Frank 
A. Ketcham, executive vice-president of 
the company, with headquarters in New 
York. 


sn 


New Advertising Literature 


American Brown Boveri Electric 
Corporation, New York, N. Y., has is- 
sued descriptive circular No. 301 on 
mercury are power rectifiers for manual 
or automatic control. 

Cummings Car & Coach Company, 
Chicago, Ill., has published a booklet 
which contains photographs and prin- 
cipal specifications of some of the re- 
cent modern rolling stock built by the 
company for city, suburban and inter- 
urban service. 

Economy Electric Devices Company, 
Chicago, Il]., has issued a reprint from 
the Sept. 18, 1926, issue of the EL&Ec- 
TRIC RAILWAY JOURNAL entitled “Many 
Variables Affect Energy Consump- 


tion by Electric Railways,” by J. T. ~ 
Lake. The company has also reprinted 
its “ad” from the ELECTRIC RAILWAY 
JOURNAL of Sept. 25, 1926, called 


’“Cleveland Saves Power.” 


Westinghouse Electric & Manufactur- 
ing Company, East Pittsburgh, Pa., has 
published a rearranged and revised 
circular on supervisory control and its 
equipment. This publication first deals 
with a general discussion of super- 
visory control beginning at the first 
successful installation of the property 
of the Cleveland Railway. The pub- 
lication then takes up synchronous 
visual type of equipment, the code vis- 
ual type and audible type and finishes 
with a discussion of the supervisory 
control protective equipment. Illustra- 
tions assist in clarifying the discussion. 


Interflash Signal Corporation, New 
York, N. Y., has prepared specifications 
and drawings as well as descriptive 
matter showing Interflash traffic signals 
and signs for use at highway intersec- 
tions, railway crossings and at other 
points where traffic warning or direc- 
tion is essential. These signals comply 
with the standards adopted by the 
American Association of State Highway 
Officials and approved for use on all 
federal aid highways by the United 
States Department of Public Roads. 


Botfield Refractories Company, Phila- 
delphia, Pa., recently appointed the 
following concerns as distributors for 
its product, adamant fire brick cement: 
The Curtis Supply Company, Ince., 
Washington Street at Perry, Buffalo, 
N. Y.; The Waldredh Supply Company. 
707-711 Cherry Street, Des Moines, 
Iowa; South Side Foundry & Machine 
Works, Charleston, W. Va., and the 
Empire Machinery & Supply Corpora- 
tion, 409-411 Water Street, Norfolk, Va. 


Timken Roller Bearing Company, 
Canton, Ohio, has issued a two-page © 
folder descriptive of the positive roll 
alignment which is a late advance in 
the design of roller bearings. In this 
design the rib of the cone is undercut 
so that the large end of each roller 
makes contact at separate areas. The 
rollers are thus kept at right angles to 
the shoulder of the cone. 


Reo Motor Car Company, Lansing, 
Mich., has issued a circular letter giv- 
ing complete operating costs on a fleet 
of ten Reo model W pay-enter buses 
in service by the Southwest Missouri 
Railroad Company in Joplin, Mo., over 
a total of 417,214 miles in the course 
of one year’s operation. Detailed fig- 
ures on the various items of operating 
expense are included. Cost per mile 
for operation is stated by the Reo com- 
pany to be less than 8 cents per mile. 


Bethlehem Steel Company, Bethle-— 
hem, Pa., has published a booklet in 
which are set forth the several advan- 
tages of Bethlehem stainless steel and 
stainless iron. It is pointed out that 
the total yearly loss of metal due to — 
corrosion is more than 25 per cent of 


the new metal produced in the world © i 


each year, and the increased use 
of stainless steel and stainless iron © 
would materially reduce this deteriora-_ 
tion and loss. Various technical data 
are contained in the booklet to sho 
the physical characteristics of these 
two products. 


